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_ Traction Sunshine 
ke from San Diego . 
HEN in the year 1924 two newspapers in a city of 
100,000 inhabitants can find material for a 32-page 

_ -story each of another step in the growth of an electric 

railway it deserves attention. How does it come about 
that the San Diego Electric Railway had the temerity 

| in the most southerly part of winterless California to 
‘inaugurate the $3,500,000 improvement described in the 
local papers this first of July? Doesn’t the manage- 

a sent read the automotive prophecies? 

*s Right there is the most interesting part of the story. 
‘The balmy climate of San Diego all the year round, 
the fine roads and the high proportion of persons with 

q ample leisure brought the automobile an ideal market 

| long before railways in less fortunate climes gave 

_ rubber-tire competition the slightest attention. Jitney 

'_ depredations also made serious inroads on the traction 

_ revenue years before it was known in the East. From 

i these facts it is clear that the experiences of the San 
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" 


Diego company with automotive competition are a 
goodly step ahead of the general run of the industry. 
| _ San Diego did not meet the situation by lying down 
and moaning for help. By continuing to improve its 
i service despite jitney competition, the railway placed 
_ itself in a strong moral position to demand and secure 
the elimination of these pests. Next, their return was 
automatically prevented by the introduction of a 
genuine zone-fare system that assured a 5-cent fare to 
practically half the public and for distances liberal 
} enough to meet almost all voluntary riding as for shop- 
_ping and pleasure purposes. 
_ But the increasing number of all-year automobiles 
made it necessary to use still more progressive measures 
to stop the decline in the car-riding habit. Cars were 
bought or refitted for one-man operation to. permit 
more service at less cost. Express runs were introduced 
to cut running time and give the passenger the 
smoother riding of non-stop operation. While some 
_ other railways still continued to denounce buses, the San 
_ Diego management voluntarily assumed the operation of 
: both buses and coaches as a proper obligation to its pub- 
lic. Then, studying the wishes and convenience of its 
customers still further, the company supplemented its 
“successful zone-fare operation by equally successful use 
of the weekly pass on both city and suburban routes. 
7 All this was going on in a city which had no great 
- industrial plants to assure a steady income to the rail- 
way. Even the most prejudiced citizens could see that 
_ the management was displaying a praiseworthy civic 
* spirit in establishing such high standards. The effect 
% of all these improvements was soon manifested at an 
- election in which the company received substantial 
& relief in paving and the granting of more liberal 
__ franchises, with freight and express privileges included. 
As this approval of the public was also backed by 
; substantial increases in revenue and riding, the com- 
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‘upon which they are erected. 


pany felt encouraged to carry out the construction of 
a high-speed extension to the series of beaches 
terminating at La Jolla, 14 miles from San Diego. 
Catenary- construction of durable type, cars with the 
latest automatic refinements, substations of noble 
Egyptian design—these are but part of the work. 

Truly, San Diego has sunshine and lots of it. But 
one of the best kinds is its traction sunshine. Here 
are light and warmth and direction for those who 
have not earned the faith of the public because they 
lack faith in themselves and in their tools. 


Financing of a Modernization Program 
that Should Inspire Others 


HAT much can be accomplished by a wisely directed 

determination to carry out a program of moderni- 
zation in the face of what appeared like insurmountable 
financial obstacles was shown by the recently completed 
re-equipment of the Indianapolis & Cincinnati Traction 
Company. Here the possibility of raising nearly a 
million dollars of new capital to carry out the work 
of changing over from single-phase to direct-current 
operation and at the same time purchasing entirely 
new rolling stock seemed indeed remote. Many who 
studied the situation considered it impossible. 

The necessary money was finally raised by extending 
the use of the now well-known equipment trust method 
of financing to the purchase of substation and feeder 
equipment as well as rolling stock. The essential 


' departure from ordinary practice was the use of this 


method for financing structures which, unlike rolling 
stock, are permanently tied up with the real property 
This obstacle to the 
equipment trust method was overcome by purchasing 
new sites for substation buildings off the railway right- 
of-way and taking title to the real estate in the name of 
the equipment trust. 

Of course it is true that in the case of this company’s 
financing, the project could not have been carried out 
without the co-operation of certain important creditors 
of the company, who agreed to take junior securities of 
the new equipment trust company to the extent of 20 
per cent of the total amount required, in order that the 
remaining securities might be made salable. Even 
with this favorable condition, which might not apply 
on another road faced with similar problems, the 
project was only carried out as the result of persever- 
ance and the determination to find a solution. 

Modernization programs will only get into full swing 
generally in the industry when this same frame of 
mind becomes common. The problem of raising new 
funds is a serious one on many roads, it is true, but the 
results accomplished by the I. & C. should be an inspira- 
tion to others in carrying out similar programs. 
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We Can Derive Much Benefit 
from a Study of Foreign Practice 


O SOME people Europe seems far away. What 
can American electric railway managers learn from 
another continent, they say? The conditions are’ very 
dissimilar to those in this country. The streets are 
narrow. The rides are short... The systems are circum- 
scribed in extent. The customs of the people are not 
like those of our public. The currency and the methods 
of paying fare are different. 
All these statements may be true—at least in part. 


Nevertheless, it is also true that human nature is. 


about the same the world over, and it is equally 
certain that two large groups, each studying the same 
problems, should be able to contribute some informa- 
tion of value to the other. This is particularly true 
in the case of electric railway development, because for 
various reasons development of electric railways on 
both sides of the Atlantic has followed along pretty 
closely the same lines. One of these is the comparative 
newness of the industry, so that there have been few 
preconceived ideas to change. Another is that most of 
the electrical equipment for the roads throughout the 
world has been ‘supplied by a very few manufacturing 
companies, so that there has been an inducement to 
standardization, Still another reason probably is the 
familiarity of operators abroad with American electric 
railway practice through visits to this country and also 
—though said with modesty—through the’ printed 
-accounts which have appeared in this paper. ) 

Each continent has, therefore, benefited through the 
study placed on railway problems by the other. The 
list of methods and practices for which we are indebted 
to Europe is a long one. To mention only a few, such 
a list would include the general use of interpole motors 
for railway work, stanchions in cars instead of hand- 
straps or handholds for standing passengers, the 
general use of apparatus on the car for measuring 
the energy consumption of individual motormen, and 
developments in joint construction, such as thermit and 
some phases of the welded joint. Even the principle of 
prepayment, by which the conductor remains in one 
place and receives the fares of passengers as they pass 
by him; instead of making the circuit of the car to 
collect these fares, was developed outside of the United 
States; even though it originated on this continent. 

This emphasizes the advantage which will accrue to 
the industry from the study on European conditions 
of the committee of the American Electric Railway 
Association, now abroad. 


The Conductorette 
of Yesteryear 


ECENT word from St. Louis telling about the 
original squad of fifty-two conductorettes being 
reduced to a band of ten recalls to mind the short 
careers of those energetic women who tried their hands 
at railway work when the call to a higher duty had 
depleted appreciably the ranks of the masculine work- 
ers. These pioneers “carried on’ with such satisfactory 
results that the Bulletin of the Women’s Bureau pub- 
lished in 1921 stated that woman’s success in this 
endeavor was likely to insure another permanently 
open field for work for women. But experience showed 
that this prophecy was too optimistic. Today in New 
York, Chicago,’ -Detroit- and Kansas City the job of 
fare collecting is left almost exclusively to men despite 
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lose the common touch, but at heart all yearn for things 
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the fact that in August, 1918, the Detroit United 
Railway employed approximately 300 women and that 
in December, 1918, the Kansas City Railways employed | 
150 women. 

The causes which led to the disappearance of the }| 
woman conductor are partly within the industry and | ‘ 
partly without. Altogether, it was perhaps a logical | 
conclusion for the women to pass out of this phase of | — 
electric railway work in spite of the many good qualities | 
which experience shows that they possessed for it. i 


Exclusiveness for Rochestrians 
at Fifty Cents a Day ~~ 


IGNIFICANT news often is tucked away in items | 

that at first glance appear to be remote in their | 
general bearing on events. Thus, in last week’s issue 
reference was made. to the proposal to start a de luxe 
bus service in Rochester by a subsidiary of the local 
electric railway company. There is nothing particularly 
new in the idea of a de luxe bus service furnished by | 
a railway. Any number of electric railways are operating — | 
services of this kind, particularly on interurban runs, ct 
notably the Eastern Massachusetts Street Railway, the 
Chicago, North Shore & Milwaukee Railroad, Columbus, ry 
Newark & Zanesville Electric Railway, to mene just | 
a few. The Rochester proposal, however, does appear 
to differ from most of the other similar projects in 
several particulars. First of all, the residents of an 
exclusive suburban development solicited the railway 
to establish the new line. Second, both the fare for the 
run and the proposed type of vehicle to be used deserve 
attention. The fare will be 25 cents each way for a 32- — i) 
mile trip. Each vehicle will accommodate only sixteen |} 
persons. No stops will be made between Brownsville |} 
and East Avenue and Main Street, Rochester. oF 

Here are luxury and exclusiveness. If the projectis | 
put through, and there appears to be little doubt that | 
it will materialize, business and professional men will — 
‘be able to ride into and out of Rochester in a public 
conveyance almost as exclusive as their own cars, | 
while they pull on their panetelas with nary a fi 


trians or any need on their part to tell James what he 
shall do with the car or where they themselves shall 
park it, or whether it will be safe where it is left to 
stand in the public street. Moreover, matrons and ~ 
‘maids, by making judicious use of the new service, 

will be better able to do their daily chores and to meet 
their social obligations. But Rochester will have to be 
on guard. By and large, the wish is proclaimed not to 


that are exclusive. Will the regular patron for whom the 
proposed service is primarily intended be inclined to 
resent the presence of the occasional patron? Will he 
look upon the transient as an interloper or an intimate? 

All these things aside—and the suggestions contained 
in some of them are not so far-fetched as they seem—the 
ramifications of the proposal are almost countless. It 
was made seriously and it will be taken seriously. The 
bus is a versatile vehicle. It remains to be seen, how- 
ever, how the city will look upon a proposal to operate 
non-stop buses over the city streets for the exclusive 
use of people of a particular community. It is to be 
hoped that the residents of Rochester’s suburbs will be: 
successful in. their appeal, as the experiment with a 
service such as has been suggested deserves to be made.. 


| 
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How the Indianapolis & Cincinnati Line 


Was Rehabilitated 


First Article 


This, the First of a Series of Three Articles, Describes the Methods 
Used for Power Supply with Purchased Energy—The Original High- 
Tension Lines Were Used with Certain Modifications—It Is Estimated 
the Savings from the Installation Will Pay Its Cost in Ten Years 


Traction Company’s lines for operation on a 


Riise con of the Indianapolis & Cincinnati 


600-volt, direct-current, instead of the 3,300-volt, 
alternating-current system formerly in use, has been 
completed. Both divisions of- the property are now 
operating on direct current. This change was decided 
upon as a means of decreasing operating and main- 
tenance costs and at the same time improving the relia- 
bility and comfort of the road’s service. An analysis 
of President Charles L. Henry’s study of the economics 
of the problem, which was confirmed in a report by 
Prof. Albert S. Richey of Worcester Polytechnic Insti- 
tute, was published in the ELECTRIC RAILWAY JOURNAL 
of June 2, 1923. 

Substantial reductions in operating and maintenance 
costs were shown to be possible through the adoption of 
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The Indianapolis & Cincinnati Traction Company’s Property Con- 
sists of Two Divisions Which Kun Southeast from Indianapolis, 
Totaling Approximately 160 Miles of Line 


the direct-current system of operation, cars of lighter 
weight, equipped with modern apparatus, and the pur- 
chase of three-phase power. ‘These savings may be 
attributable to the development in d.c. motor and sub- 
station apparatus, which, since the construction of the 
line of the Indianapolis & Cincinnati Traction Company, 
has been rapid. 

' Another factor in favor of the change was the in- 
crease in number of interruptions to service caused by 
failures in the well-worn single-phase car equipment. 
This condition, combined with the relatively retarded 


engineering development of single-phase car equipment 


suitable to interurban operation, gave a high replace- 
ment and maintenance cost and made consideration of 
methods of accomplishing a change to d.c. operation 
vital to the continuation of the road. 


For many years the Indianapolis & Cincinnati road 
had. looked forward to an entrance into the city of 
Cincinnati. Prospects for the ultimate accomplishment 
of this object became much brighter with the active 
development of the new rapid transit loop by the city 
of Cincinnati, and with this prospect coming again 
into sight, it became imperative that the subject of 
the future type of equipment be settled as soon as pos- 
sible. Once the d.c. system was decided upon, 600 
volts followed almost as a matter of course because of 
terminal operation over city lines where this voltage 
is used, and also because of the advantages of standardi- 
zation with the other connecting interurban properties 
in the highly developed network of lines comprising 
the central interurban territory and covering the states 
of Indiana, Ohio and Michigan. 


FINANCIAL OBSTACLES OVERCOME 


Finances presented an obstacle which was considered 
insurmountable by many who analyzed the situation. 
A plan, however, was finally devised by President Henry 
for extending the principles of the equipment trust 
method commonly used for financing the purchase of 
rolling stock to include substation equipment and 
feeder lines as well. J. F. Wild & Company, a local 
investment banking firm, agreed to finance the project 
on the basis of such an equipment trust through the 
sale of securities to the amount of 80 per cent of the 
total required, provided that the remaining 20 per cent 
could be raised in such a way that these securities 
became a first lien on the total amount of the trust 
equipment. The necessary additional 20 per cent was 
advanced by a small group of bondholders of the road 
who had faith in the ultimate result of the improve- 
ment and agreed to accept a second lien as security, 
in order to make the improvement possible. Preferred 
stock paying 6 per cent was issued by an intermediate 
company through which the details of the matter were 
arranged. The stock comprises two series, covering the 
80 per cent first lien and the 20 per cent second lien, 
respectively. These securities were all handled on a 
10 per cent brokerage basis, and the total funds re- 
quired were banked before any orders were placed with 
the manufacturers. 

Extension of the equipment trust method of financing 
to the purchase of substation and feeder equipment 
made it important to avoid any questions or complica- 
tions as to title to substation buildings or equipment. 
This was done by purchasing land sites adjacent to the 
railway right-of-way for the erection of the substation 
buildings. Although each of the new stations adjoins 
an old transformer station which was suitable physi- 
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cally for conversion into a rotary converter substation, 
the question of complication in title made it desirable 
to adopt the plan of purchasing sites off existing rail- 
way property and erecting new buildings. However, 
by making the new structures as simple as possible, 
consistent with security and fireproof construction, the 
total cost of land and buildings was held to within 
$20,000 of the estimated cost of making changes in 
existing transformer station buildings. 

All feeder cable strung along the right-of-way on the 
railway’s poles, as well as other property purchased 
with equipment trust funds, was plainly tagged at 
frequent intervals for identification. 


SAVINGS TO PAY COST IN TEN YEARS 


Annual rental and installment payments by the rail- 
way are to be made at a rate which will wipe out the 
total cost of the new equipment at the end of ten years. 
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equipped property, two courses of procedure were onde ! 
One involved the installation of frequency changing | 
equipment in the Rushville power house of the traction | 
comps which consisted of three-phase, 2 oe | 


lines. The other alternative was to pardiene ener | | 
from a neighboring power company. The latter course } 
was adopted because of the saving which could be made | 
in the cost of power, due to the small size of the railway | 
company’s station. A contract was made with the | 
Terre Haute, Indianapolis & Eastern Traction Company > z 
for power delivered to the Junction switching station | 
about 4 miles out of the terminal at Indianapolis, at | 
the point where the two divisions of the railway com- | 
pany separate. This power is supplied at 33,000 volts, 
60 cycles, from the West Tenth Street plant of the 
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The Locp Arrangement of the. High-Tension System Gives Protection Against Interruptions to Service. In the Event of 
Trouble the Line May Be Sectionalized at a Number of Points 


Engineering estimates of the saving in cost of power 
and the reduction in cost of operation and maintenance 
to be expected showed that the savings would fully 
meet all these payments without relying in any way 
upon the anticipated increased earnings from the im- 
proved service. Title to land sites for new substation 
buildings was taken in the name of the equipment trust 
company, and will be held in escrow until the expira- 
tion of the contract, whereupon these titles will pass 
to the Indianapolis & Cincinnati Traction Company. 

In considering power requirements for the re- 
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T. H., I. & E., where a frequency changer is used to 
obtain 60 cycles from a 25-cycle generating plant. The 
contract is based on a flat rate of 1.3 cents per kilowatt- 
hour delivered to the railway. company’s junction 
switching station. From this point into the Indian- 
apolis terminal, the cars of the Indianapolis & Cincin- 
nati Traction Company are operated 14 miles over its 
own tracks, and for the remaining distance, approxi- 
mately 2% miles to the terminal, they operate over the 
tracks of the Indianapolis Street Railway. 

Plans for the future contemplate utilizing the present 


: 
=~ 


es 1924 ELECTRIC RAILWAY JOURNAL 115 


| 


power house buildings at Rushville for increased shop 
facilities. The present engine room is well lighted and 


| Bi of ample dimensions to provide liberal space for a 


| 


_ All new cars are being equipped with 


further check on power requirements, 


plant to each transformer substation 


station. 


machine shop and armature room. In addition, it is 
planned to convert the present boiler room into a car 


repair shop. 
eo NEW OUTDOOR SWITCHING STATION 


¥ The I. & C. switching station at the junction is an 


outdoor installation, with two sets of high-tension, 
three-phase oil switches, disconnects, and horn-gap 
breaks. At this point the purchased energy is metered 
with independent instruments by both the power com- 
pany and the traction company. In addition, maximum 
demand meters will be installed by the latter, in order 
to analyze the characteristics of the service and deter- 


mine the relative advantages of the flat rate as com- 


pared with the corresponding cost of power under a 
maximum demand charge contract. 


Economy watt-hour meters to give a 


and at the same time stimulate train- 
men to save energy in the operation 
of the equipment. 

At the junction the high-tension 
lines are Se/cionalized into two main 
sections, corresponding with the two 
divisions of the railway: These con- 
sist of one route between Indianapolis 
and Connersville, 58 miles long, and 
a second line from Indianapolis to 
Greensburg, 49 miles long. Both 
divisions run together southeast from 
the Indianapolis terminal to the junc- 
tion, 4 miles distant. At this point 
the lines divide, that to Shelbyville 
and Greensburg swinging consider- 
ably south of the line to Rushville 
and Connersville. 

- Previous to the beginning of the 
reconstruction program, the 33,000- 
volt power supply had been trans- 
mitted from the Rushville power 


Over independent two-wire single- 
phase lines. To feed the Greensburg 
division from the Rushville plant, a 
cross-country line approximately 20 
miles long was extended from Rush- 
ville to Shelbyville, as shown on the 
accompanying diagram. This consisted of two inde- 
pendent single-phase lines of two wires each extend- 
ing. between the power plant at Rushville and a 
Switching station at Shelbyville. .These four high- 
tension wires were carried through single-pole oil 
Switches to a high-tension bus in the Shelbyville 
From this point, independent single-phase 
lines of two wires each passed through outgoing single- 
pole oil switches to each of the four transformer sta- 
tions on the Greensburg division, two east and two west 
of Shelbyville. East from Shelbyville the first of these 
stations was Prescott, and the second was at Adams. 
West from Shelbyville, the first station was Fairland and 
the second Wildwood. These points became the locations 
for new automatic control, rotary converter substations. 

Similar individual transmission lines extended from 
the Rushville power house to the original transformer 


stations on the Rushville division. East from Rushville 
two wires carried a single-phase line to Martin, located 
between Rushville and Connersville. Similarly, in order 
to supply transformer stations at Gwynneville, Reed- 
ville and Hoffman, west from Rushville, six high-tension 
wires extended from the power house to the first station, 
four to the second and two to the furthest, which was 
Hoffman. 


ORIGINAL HIGH-TENSION LINES UTILIZED 


The original high-tension system was all insulated 
for 33,000 volts. This current was delivered to the 
transformer substations, where it was stepped down 
to 3,300 volts and put on the catenary trolley at that 
voltage. 

Since the construction and insulation of the high- 
tension lines was entirely suitable for the new trans- 
mission system, the existing switching and distribution 


The Purchased Energy Is Delivered to the Junction Switching Station, Which 
Is Arranged so that the Two Main Divisions of the System May 
Be Sectionalized at This Point 


apparatus and lines were utilized as far as possible. 
Surplus material was removed from points where it 
was not required, and if suitable, was used again at 
other points on the system where existing facilities 
were not sufficient. This was particularly true of high- 
tension lines. Where more than three wires were avail- 
able between old transformer stations. the surplus lines 
were removed and used to complete the three-phase lines 
where three wires were not available under the old 
distribution system. 

Practically all new electrical apparatus for the entire 
re-equipment of the property, including transformers, 
lightning arresters, oil switches, substation equipment 
and motors and control for both passenger and freight 
cars, was furnished by the Westinghouse Electric & 
Manufacturing Company. 

Since the power is now put on the railway company’s 
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high-tension lines at the new junction switching station 
instead of as before at the Rushville power house, it 
was necessary to build two additional sections of line. 
These sections extend from the junction to Hoffman on 
the Rushville division, and from the junction to Wild- 
wood on the Greensburg division. 

All points on the triangle bounded by the junction, 
Shelbyville and Rushville, are on a loop which can be 
fed in two directions, thus insuring against a shut- 
down of service in the event of failure of one section 
of the line. Martin, Prescott and Adams stations are 
on protruding legs of this triangle. Since failure of 
the high-tension lines to these stations would interrupt 
the service on these sections only, it was felt that the 
importance of providing against such a contingency 
did not warrant the expense of building duplicate lines 
to these points at this time. 


LINES CAN BE SECTIONALIZED 


Provision has been made for sectionalizing the trans- 
mission system in the event of trouble on the lines. 
By utilizing practically all of the original oil switching 
equipment and by the installation of three sets of new 
oil switches, sectionalizing on the important divisions 
can be accomplished with ease. In addition, air-break 
disconnects at some of the. substations not provided 
with oil switches are arranged so that the high-tension 
lines can be opened at several points. At such sectional- 
izing points the station can be cut off the line, or in 
the event of trouble in one section, that side of the line 
can be opened. Under such conditions the station can 
be continued in operation from the other side of the 
line. This arrangement is more clearly illustrated in 
the diagram on page 114. 

Leaving the junction, the high-tension line on the 
Rushville division first reaches the new substation at 
Hoffman. Here it passes through a typical outdoor 
switching station which, though not provided with oil 
switches, is nevertheless arranged so that the line can 
be disconnected in either direction, and the station oper- 
ated from the one connected end. The switching ar- 
rangement is illustrated in the small diagram at the 
right on page 114, and the appearance of the outdoor 
apparatus is shown in the illustration on page 115. 

The main tower structure is composed of Bates ex- 
panded steel poles. Diamond-shaped channel frames 
are bolted across between the center pole and each of 
the four corner poles, so as to form supports for the 
four sets of disconnect switches. The high-tension 
lines come into the station on two horizontal supports 
carried at right angles'on extensions of the center and 
two of the corner posts. The lines are then carried to 
the disconnect switches below. These are arranged so 
that the lines from each direction may be connected to 
each other and also to the station. In addition the 
station may be disconnected entirely, or the two sec- 
tions of the high-tension lines may be separated, and 
the station connected to either section. 

Westinghouse: “‘Auto-valve” lightning arresters are 
supported on an angle framework. These are shown 
together with the outdoor choke coils and transformer 
in the illustration on page 115. 

Reedville is the next station going east on the Rush- 
ville division from the junction. Here the arrangement 
is similar to that at Hoffman except that in addition to 
the apparatus described for Hoffman, Reedville is also 
equipped with a set of oil switches which may be used 
to open the high-tension line. 
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East from Reedville is Gwynneville, a ‘“‘stub-end” sta-| ; 


tion in the sense that the high-tension line passes | 
through without any break, and the station is simply] 
connected to it with no provision to open the line at) 
this point. The outdoor switch gear consists of al 


diagram illustrates the arrangement of the high-ten- | 
sion wiring at this point. Martin station on the Rush- | 


This Section of the Line Between the Junction and Hoffman 
Station Illustrates the Type of Three-Phase Overhead 
Construction Used. The Catenary Trolley 
Has Been Retained 


ville division and Fairland, Prescott and Adams sta- 
tions on the Greensburg division all have arrangements 
similar to that at Gwynneville. 


Wildwood station on | 


the Greensburg division is similar to that at Hoffman. | | 


SWITCHING EQUIPMENT IN POWER HOUSE UTILIZED FOR 
SECTIONALIZING THREE-PHASE LINES 


At Rushville the substation is of the semi-automatic 
type, and is connected to the high-tension line as a 
“stub-end” station similar to Gwynneville. In the 
power ‘house at Rushville, the generating equipment 
will be dismantled, but the oil-switch equipment is uti- 
lized with some slight changes to make this an important 
sectionalizing switching station. The original switch 
equipment at this point consisted of four sets of four- 
pole oil switches. These switches have been left in 
place and the operating shafts rearranged so that 
three poles of each of the oil switches will be utilized 
to sectionalize the three-phase lines. The new arrange- 
ment has the high-tension line coming in from Gwynne- 
ville connected to the station buses through three poles 
of one of the original four-pole oil switches. A second 
oil switch connects these buses to the cross-country line 
extending to Shelbyville. The remaining two sets of 
switches connect the buses to Martin substation and 
to the Rushville semi-automatic substation respectively. 

When the original single-phase high-tension system 
was built, a switching station was put in at Shelbyville, 
where the cross-country lines from Rushville connected 
to the lines on the Greensburg division. This station 
is retained, and by rearranging the operating shafts . 
on the original two-pole oil switches they have been 
converted into three-phase switches for use in sectional- 
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izing the new lines. The cross-country line from Rush- 
| ville comes into this switching station through one set 
of such converted oil switches, and connects to the sta- 
tion buses. In the same way, the high-tension lines 
| on the Greensburg division, coming from the junction 
| switching station, are connected to these station buses 
through a similar set of converted oil switches. A 
| third set of switches connects the lines going east from 
Shelbyville to the same buses. 


ONE OF THE SUBSTATIONS INSTALLED IS 
SEMI-AUTOMATIC 


An interesting feature of the new power and dis- 
_ tribution system is the use of full automatic control 
for all but one of the substations, that at Rushville. 
This is semi-automatic in order that it may operate 
| continuously to maintain voltage in the feeder system. 
Such an arrangement is necessary because the auto- 
| matic stations start up on under-voltage and shut down 
on underload. Unless voltage is maintained on the 
_ feeders by the continuous operation of at least one 
station, the full automatic stations would start up as 
soon as the voltage dropped, and then if this occurred 
when no load demand was present, the station would 
_ immediately shut down, only to repeat the performance 
by starting up again because of under-voltage. 
Instead of installing the semi-automatic station to 
maintain the voltage of the feeder system, another al- 
ternative would have been to purchase such power from 
the city lines of Indianapolis. To make the system 
self-contained, however, one semi-automatic station was 
installed for this purpose. Although this station is 
thus required to operate during some periods of the 
night with no load, it is expected that the increase 
in freight business, which is handled during the night, 
will ultimately put some load on the system at prac- 
tically all hours. This will be particularly true as it 
becomes necessary to increase the amount of freight 
switching operations during the night. 


TRAFFIC GRIWTH PROVIDED FOR 


The entire new power distribution system is the 
result of a complete analysis of the requirements of 
the present service, with reasonable provision for fu- 
ture growth in traffic and for contingencies arising 
from interruptions in either the high-tension system, 
feeder system or substations. Another consideration 
which was kept in mind, both in selecting the rolling 
stock and in determining the design and type of ap- 
paratus to be used for the power supply and distribu- 
tion system, was the requirement for the contemplated 
high-speed through operation when the line is extended 
to Cincinnati. The new equipment was selected so as 
to be suitable for use in connection with such service, 
but at the same time present expenditures were not 
made any greater than was considered necessary to 
handle the existing requirements together with reason- 
able provision for increased traffic or contingencies aris- 

ing from apparatus failures. 

At the present time, the basic service on the Rush- 
ville division consists of ten local trains, four limited 
trains and one freight train in each direction each day. 
On the Greensburg division there are eight local pas- 
senger trains eastbound and eight westbound, together 
with four limited passenger trains in each direction 
each day. Dispatch freight (station delivery express) 
is carried in the baggage-express room of every pas- 
senger car. In addition, there is on this division one 
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freight train in each direction daily. The company 
also brings into Indianapolis two livestock trains daily, 
one on each division, operated, however, under special 
orders and not on the time-table. 

Passenger train schedule speeds are comparatively 
high. In limited service the maximum speeds are ap- 
proximately 60 m.p.h., and even in local service speeds 
of 50 m.p.h. are frequently obtained. In the event of 
future extension to Cincinnati, a 3-hour service between 
the terminals is contemplated. 

In subsequent articles will be described the automatic 
substation equipment, arrangements for insuring con- 
tinuity of service, and the new cars which are a part 
of the modernization program of the Indianapolis & 
Cincinnati. 


' How Atlanta Keeps Cars 
on Time 


Running Time Cards Carried on the Cars Have Re- 
sulted in More Uniform Headways—Schedule 
Speed Has Been Increased in Spite 
of Congestion 


ARROW streets, a business district concentrated 

‘within a small area, and unsatisfactory railway 
routing, make the job of keeping street cars on time in 
Atlanta, G'a., a difficult one. The Georgia Railway & 
Power Company has been working on this problem for 
some time, and in spite of these handicaps has succeeded 
in increasing slightly the schedule speed and maintain- 
ing uniform headways. 

The business district of the city covers a relatively 
small area. In this section the streets are narrow, and 
the buildings rise to considerable heights. Traffic con- 
gestion has been the inevitable result of these condi- 
tions. A steam railroad cut divides this district into 
two sections, and one of the chief difficulties en- 
countered by the railway is occasioned by lack of means 
to cross this cut. Only three bridges connect the north 
and south sides of the city. Cars approaching the 
center of the town from the south must cross the cut in 
order properly to serve that portion of the business 
district which lies to the north, and vice versa. A great 
number of cars, therefore, must cross the three bridges 
which are the neck of the bottle. 


ATLANTA TRACK MILEAGE EXTENSIVE 


Atlanta is said to have more miles of track per 
thousand of population than any other place in the 
country except Salt Lake City. The railway operates 
24 city lines and two interurban lines. Of the city 
lines 15 are through routes and nine turn back in the 
center of town. Both of the interurban routes loop 
back. Excess of track and unsuitability of some routes 
to present-day needs complicate the problem. 

In the morning there are two traffic peaks. The first 
is occasioned by the negroes who go to work about 7 
o’clock, and the second by the opening of the business 
houses at 8 o’clock and the offices at 8:30 o’clock. This 
peak is augmented by the fact that the high schools, 
which open at 8:30 a.m. are located in the downtown 
district. In the afternoon conditions are worse because 
all factories, shops and offices, in fact everything except 
the high schools, close at 5 p.m. 

Careful attention has been devoted by the railway to 
overcoming these difficulties and providing good service. 
Headways are checked and schedules prepared under the 
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direction of H. C. Fligg, transportation engineer, and 
W. M. Casey, superintendent of transportation. Four 
checkers are employed to make passenger counts at the 
maximum load points of the various lines. All-day 
checks are made from 5:30 in the morning un‘il mid- 
night, and rush-hour checks from 6 to 9 in the miorning 
and from 2 until 7 in the afternoon. 

The form of time-table used by the Georgia Railway & 
Power Company differs from the standard A.H.R.A. 
time-table, in that the run numbers are arranged across 
the page, and the time points are in a vertical column. 
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culated from the time the car leaves the carhouse in the | 
morning until it returns at night. In the congested 7 
districts of the city, however, the schedule speed is only } 
5.87 m.p.h. This‘is partly the result of the congestion | 
already referred to, but other reasons are the lack of 1 
adequate parking restrictions and the excessively | 
close spacing of stops. Longitudinal parking is_ 
permitted on the narrow streets, and diagonal parking 
on the wide streets. As a result, almost all moving 
vehicles travel along the car tracks. Cars are required 
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Central Ave - Courtland St. Line 
WEEKDAY SCHEDULE NO. 1 
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the form of time-table used 
by the Georgia Railway & 
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Power Company. 
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The time is shown for both ends of the line and also in 
each direction at.the center of the city. An interesting 
feature is that the time-tables instead of being blue- 
printed are typewritten, and reproduced on a duplicator 
machine. 

After the time-table has been prepared the schedule 
is divided into crew assignments, and running time 
cards are made out for each motorman. It is required 
by agreement with the men that time-tables be arranged 
with at. least.50 per cent of 9-hour straight runs, 40 
per cent of two-piece swing runs with not more than 
15 hours spread, and less than 10 per cent of three- 
piece runs. The minimum pay allowance is for 8 hours 
time. On Sundays and holidays all runs are straight, 
but the minimum pay feature is not considered. 

An-average speed of 9.24 m.p.h. is maintained within 
the so-called “7 mile’ limits of the city. All lay-overs, 


The second illustration 
shows the time card which te 
informs the motorman when 
he should arrive at various 
points along the line. 


The view above shows 
how running time cards are 
carried in racks on the cars. 


to stop at every street in the section, and at many other 
points. Some stops are less than 300 ft. apart and few 
are more than 500 ft. apart. Renewed and effective 
enforcement of the regulation for street traffic and the 
elimination of unnecessary car stops to effect quicker 
service have been asked for by the railway in a petition 
to the Mayor and General Council. 

To aid the motorman in maintaining the schedule, a 
time card such as shown in an accompanying illustration 
is furnished to him. This is placed in a galvanized iron 
rack located on the front platform where he can consult 
it easily at any time. Each trip is divided into short 
sections and the schedule time at various points about 
5 minutes apart is shown. The use of these time cards 
has resulted in having much more uniform headways. 
Since the adoption of the scheme the general public has 
made favorable comment concerning the improvement. 


lf 
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| Building the Waukegan Cutoff on the 
* North Shore Line 


| Initial 5-Mile Section to Be Operated by Chicago Rapid Transit Company—Grade Separation at 
____ Streets and Railroad Crossings Insures Fast Schedule—Use of Automatic Pumps Solves Diffi- 
| — eult Drainage Problem — Announcement of Extension Creates Spectacular Real Estate Boom 


” 


Adequate Drainage Is Provided by a 36-In. x 40-In. Oval Reinforced Concrete Outfall Sewer to the Drainage District Channel. 
Trestle Work Under Construction Is Shown Looking East from Ridge Avenue 


between Chicago and Waukegan has been 

acquired by the Chicago, North Shore & 
Milwaukee Railroad and construction work is under way. 
This is part of a high-speed cutoff which will ultimately 
give the North Shore Line a private right-of-way from 
Howard Street to Waukegan. Swinging slightly north 
of west for approximately 4 miles from the present 
line at Howard Street in Evanston, the new route 
then continues north to Dempster Street, Niles Center, 
where for the present it will have its terminus. 

A subsidiary company called the Chicago, North 
Shore & Northern Railroad has been organized to 
acquire and build the new extension. Trackage rights 
will be leased to the Chicago Rapid Transit Company, 
and for the time being only the elevated trains of that 
company will be operated between Niles Center and the 
Howard Street junction. The future extension, from 
Niles Center to Waukegan, will be made on joint right- 
of-way owned by the Public Service Company of North- 
ern Illinois and by the Chicago, North Shore & Northern 
Railroad. All of the right-of-way of this proposed line 
will be of sufficient width to permit of a four-track 


Ay INITIAL 5-mile section of a new right-of-way 
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railroad and two high-tension transmission lines. The 
extension from Niles Center to Waukegan will probably 
not be made for several years. When that work is 
completed, however, it will enable a material saving in 
time to be made by the high-speed North Shore limited 
trains, which are now required to run at: slow speed 
through some of the communities along the present 
right-of-way. 

The significance of the position which will be occu- 
pied by the North Shore Line when the new route is 
completed to Waukegan may be appreciated by a study 
of the adjoining territory. Extending north from Chi- 
cago at the present time are two strips of communities, 
one on the east, following the line of the Northwestern 
Railroad and the present North Shore Line, and another 
on the west, lying along the route of the Chicago, 
Milwaukee & St. Paul. Between these two belts is a 
wide and fertile section of territory running north 
from Chicago in the Skokie Valley. The route of the 
new North Shore cutoff will extend through the center 
of this belt and will probably be the means of develop- 
ing an entirely new string of communities. 

Physical conditions have influenced the type of 
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Route of the New 5-Mile Extension from the Howard Street 
Junction to the Terminal at Dempster Street 


construction adopted for the initial section of the new 
line. Grade separation was dictated by present and 
future traffic conditions. Howard Street is the bound- 
ary line between Evanston and Chicago and there is a 
very heavy vehicular traffic, both passenger and truck, 
between the two cities. Sheridan Road, on the east, 
and Ridge Avenue, on the west, furnish the two main 
arteries for passenger traffic. At the present time 
Chicago Avenue, which crosses the new extension a 
short distance west of the junction point with the 
present North Shore Line, is the principal north and 
south traffic street for heavy trucking into Chicago. 
In addition, this street has a double-track street car 
line. Ag the volume of such traffic, both from Evanston 
and other North Shore communities, is constantly on 
the increase, other through traffic streets will probably 
be required in the near future. Such streets are offered 
first by Custer Street and then further west by Asbury 
Street, which is a continuation of Western Avenue 
in Chicago. As these streets afford the only future 
arteries for the relief of Chicago Avenue, it was neces- 
sary to provide for grade separation at these crossings. 

After leaving the present elevated North Shore right- 
of-way at Howard Street, Chicago Avenue and the 
elevated Milwaukee Division of the Chicago & North- 
western Railway are encountered almost immediately. 
The contemplated new through traffic streets are crossed 
further west. ‘ 

In order to avoid prohibitive grades at the North- 
western Railroad crossing, there was no choice but 


5 

i 

vo 

Qa. 

=) 

is} 

é eae a --Roadway Ditching - “3 aoe 

sv 5 ie 
© 

~ © is 5| = 

= pa ae 

one 3 |B 

% : Ai 

0 

10 : 

OF City Datum 


Station 


Mass Diagram of Grading 
g 


to go under the existing line. This made it necessary | 
also to go under Chicago Avenue, and in turn compli- | 
cated the problem of grade separation at the through | 
streets further west, due to the fact that the elevation | — 
of the land between the Northwestern right-of-way | — 
and Ridge Avenue, approximately 3 mile west, is only | 


about 18 ft. above the level of Lake Michigan and some be 


of the intervening streets were laid out for this level. | 

Recognizing the physical difficulties involved in pro- p 
viding for grade separation at Custer Street, the | 
authorities of Evanston agreed to raise the level of this } 
street 6 ft. above the established grade, and also agreed | 
to close some of the intermediate, less important north | 


and south streets. The grades of Ridge Avenue and 
Asbury Street are 38 and 35 ft. above lake level respec- 


tively, which allows the new line to pass under them - | 


without any particular difficulty. 


INDEPENDENT DRAINAGE SYSTEM REQUIRED FOR A 
PORTION OF THE ROUTE 


Even with Custer Street raised 6 ft. to the grade of 
25% ft. above lake level, it will be necessary, in order 
to obtain legal clearances, to put the sub-grade of the 
line at about 24 ft. above lake level. This condition 
introduces a difficult drainage problem, as the sub-grade 
will be below the sewer levels throughout Evanston. — 
Furthermore, the city sewers do not have sufficient — 
capacity to take the large amount of drainage water 
which must be handled, and it was therefore necessary 
to provide an independent outlet. 

The only other outlet available is the north shore 
channel of the Sanitary District, located about 14 miles 
west of the cut under Custer Street and about 1 mile 
west of the depression below Asbury Street. From 
Asbury Street west the natural surface drainage is 
toward the channel. There is also a difference in eleva- 
tion between the bottom of the contemplated cut at 
Asbury Street and the channel, sufficient to allow a 
36-in. x 40-in. oval, reinforced concrete outfall sewer, 
1 mile long, to be built with a fall of 6 ft. in 5,000 ft. 
By providing a hump in the cut between Ridge Avenue 
and Custer Street the drainage into the cut west of 
Ridge Avenue will be separated from the portion east 
of Ridge Avenue. This will localize the drainage into 
the low area centering at Custer Street and hold the 
amount of water to a minimum. The drainage on that 
portion of the cut west of the hump at Ridge Avenue 
will flow by gravity in ditches and will be collected 
by catch basins in auxiliary sewers emptying into the 
outfall sewer. 
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Condensed Profile of the New Extension Shows Method of Crossing Through Streets and Also Illustrates the Scheme Adopted 
to Handle the Difficult Drainage Problem 
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A smaller sewer will continue east from the east end 
f the outfall sewer at Asbury Street, rising at the 


} 
} 


ate of 6 ft. in 5,000, and before reaching an elevation 
‘orresponding with the grade of the bottom of the cut 
| will be carried outside of the cut, continuing east 


| 


gs far as Custer Street. At this point the sewer is 
|bymaserably above the level of the bottom of the cut. 

This location is also the center of the low area east 
if Ridge Avenue, where the natural land drainage will 
ye into the railway cut. Here, therefore, the drainage 
vater will be elevated by automatic pumps of capacity 
lufficient to care for the maximum possible rainfall 
ind will be discharged into the sewer just described, 
vhich starts west from this point. This will lead 
lirectly to the outfall sewer and discharge into it at 
Asbury Street. The pumps are to be arranged in tan- 
lem so as to give duplicate protection in the event 
yne of them fails. 


_ LONG BRIDGE CONSTRUCTION 


Near the drainage channel is the Mayfair cutoff of 
the Chicago & Northwestern Railroad, which is ele- 
vated. The new right-of-way crosses this elevated road 
and in order to get legal clearance, the tracks at this 
90int will be approximately 38 ft. above the natural 
yround surface. In the immediate vicinity of this 
srossing it is also necessary to provide spans over two 
future streets not yet opened through and over the 
1ew McCormick highway under construction by the 
Sanitary District. In addition, the drainage channel 
must be crossed, as well as the Chicago West Ridge 
Railroad. To provide for these various crossings will 
require a total length of structure made up of various 
ypes of bridge construction of approximately 1,000 ft. 
without any intervening embankment or surface con- 
struction. 

On sections of the line where fills will be made the 
right-of-way has a minimum width of 150 ft., which 
xives room for free slope embankments. All bridges 
and viaducts are being designed for a four-track rail- 
road, but only two tracks will be built at first. A.R.E.A. 
specifications for bridges and viaducts 
will be used throughout. 

West from the Mayfair cutoff the 
track will descend to the surface and 
will continue west and north on the 
surface to the Dempster Street termi- 
nal. The maximum grade of the line, 
except for two short distances, will be 


13 per cent. The maximum curvature 

will be 3 deg. and all curves 2 deg. » 

and over will be built with spiral ease- 4 ll 
ments. The length of the new line ra | 
from Howard Junction to the terminal ~, ZZ 
in Niles Center at Dempster Street = 

will be exactly 5miles. Approximately ce 

350,000 cu.yd. of grading work will be YI 


done, 1,700 tons of structural steel will 
be required and about 20,000 cu.yd. of 
concrete will be placed. Construction 
work is now under way and is being 
pushed as fast as materials become 
available. It is expected that the work 
will be completed and the line put in 
operation within a year. L. E. Myers 
& Company of Chicago have the gen- 
eral construction contract and are 
handling most of the work themselves. 
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Present Appearance of the Right-of-Way Looking West from 


Asbury Street. Rapid Transit Service Is Expected to 
Produce a General Building Development 


The Chicago Rapid Transit Company has acquired a 
40-acre tract of land on the new line just west of the 
Mayfair cutoff near the point where the line descends 
to grade. This is to be used for a future shop and 
terminal yard. 

Stations will be located initially at Ridge Avenue, 
Asbury Street and Dodge Avenue in Evanston and be- 
tween Crawford Avenue and Prairie Road and at 
Schreiber Road, Oakton Street, Main Street and 
Dempster Street in the village of Niles Center. The 
first 2 miles of the new line will be in the city of 
Evanston and the last 3 miles in Niles Center. The 
stations at Ridge Avenue and Asbury Street will have 
the buildings at the street level and the platforms in 
the cut at the track level. The Dodge Avenue station 
will have the building at the street level and the plat- 
form will be elevated to correspond with the track. The 
rest of the stations are to be at points where the track 
is on the surface. 


SPECTACULAR INCREASE IN LAND PRICES 


A striking example of the effect of transportation on 
property values is furnished by the results following 


The High-Tension Line Right-of-Way of the Public Service Company of Northern Illinois. 
Is Wide Enough to Accommodate a Four-Track Railroad and Maintain Legal 
Clearances. 


The Line North from Dempster Street Will Ultimately 
Be Extended to Waukegan on This Right-of-Way 
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the announcement of the new line. Although the prop- 
erty for the railway right-of-way had been acquired 
very carefully and at favorable prices, public announce- 
ment of the new extension was immediately followed by 
a spectacular real estate boom in all the adjacent ter- 
ritory. Property prices rose overnight to figures in 
some cases eight or ten times the previous values. 
Land near the new Dempster Street terminal jumped to 
figures even higher than these. In other sections 
of the wide territory affected prices rose from three to 
five times the values quoted before the new line was 
announced. 


Cost of Carrying Weight on Cars 


A Study Made on Boston Elevated Railway Shows 
that $219 per Ton per Year Is Spent Under 
Conditions Obtaining in That City 


N INTERESTING study of the cost of carrying 
A weight on cars has lately been prepared by John 
Lindall, superintendent rolling stock and shops, Boston 
Elevated Railway, for discussion within that organiza- 
tion. Through his courtesy the following tabulation of 
estimated costs is presented, the method of reaching 
these results being somewhat out of the ordinary. The 
total cost, as determined from the study, is $219 per 
ton per year, or about 11 cents per pound. 

In Table I is given the computation of the above 


TABLE I—COST OF CARRYING WEIGHT ON CARS, BOSTON 


ELEVATED RAILWAY, YEAR 1923 


Number of passengers carried............ 
Multiply by average miles per passenger ride, 


382,149,667 
4.5 


Total passenger-miles......... ; 
Multiply by average weight per passenger Sri hs selec Pad Ang 


1,719,673,501 
140 


Passenger pound=miles... i056 subs. bare cr = ot laa pea Se 240,754,290,140 


120,377,145 
1,331,121,632 


1,451,498,777 
0.09 


Total passenger ton-miles a and deel e(ils (as SRR ee Re aoe 
Total carton-miles 36 .)0c6% Anew ti eae Ghee 


Total car and passenger ton-miles........ Ps 2 ONS E: 
Ratio of passenger ton-miles to total ton-miles. ............... 


OPERATING EXPENSE ACCOUNTS, 1923 


Way and structures. ... $4,030,197 
Equipment 3,507,213 
POWEF,., f0ti. ke we 3,094,731 
PO GAY s.05oa cic nce a! «jn aan wu Boge, goes ater tanec otra $10,632,141 
Divide by total ton-milesy iy os Se 1,451,498,77 
‘Cost of carrying weight in mills per ton mile.................. Hig: 
Multiply by miles per car per year..........0. cee ne eect eee 30,000 
‘Cost of carrying weight per ton per year........-.....-...+8- $219 
GENERAL BALANCE SHEET: INVESTMENTS 
Roadway andistructures. sie see ee eee $60,895,144 
Equipment 23,915,042 
Power. 16,545,809 
MBG ae i. ols ccf un eyteen a ake a ea a $101,355,995 


unit cost, based on the company’s operations in the 
year 19238. Starting with the number of passengers 
carried, and applying the estimated average haul of 
4.5 miles per passenger, as derived from numerous traf- 
fic studies, the figures for total passengers for the 
year is determined. Allowing an average weight per 
passenger of 140 lb. the total passenger-pound-miles 
reaches 240.75 billions, giving a total passenger ton- 
mileage of 120,377,145. The total car ton-miles in 
passenger service is known from company records, and 
the sum of this and the passenger ton-miles gives a 
total of nearly 1,500,000,000 ton-miles. An interesting 
side light is the ratio of passenger a to total 
-ton-miles, which is 9 per cent. 

The major items in operating expenses related to 
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Num- Total Car 
ber Num- Weight Cost 
of ber >: per er 
Seated of Light Pass- ar- 
Pass- Pass- Weight, enger, Maule,* 
Type of Car engers engers Tcns Lb. Cents 
16-fte box! ei ngocctesees 22 68 8.4 247.05 6.1 
20-[t. boxe: cum eee 26 82 97 236.5 “f 
25-8, box, Cvic sweeney e 88 j25 284.09 ry 
26-1t,'6 in, bomaeweera eat 34 96 1355 322 se, 
No. Il semi-convertible.... 48 140 2355) 335 a 
No. 2semi-convertible.... 52 150 26.7 356 18 
No. 3 semi-convertible.... 52 150 28.5 380 a) 
Nos. 4, 4-A, 4-A-2 and 
4-A-3 semi-convertible.. 52 159 26.6 334. .4 
Batt. 41s i eee 52: 159 24.4 306 8 
Nos. I, I-A, 1-B,1-C, 1-D, 
1=Hr trailers. enemies 62 159. [ Rede 
Birney safety........... 32 66 8.3 251 
Nos. (A, 1 Biee eo : 
center entrance motor... 56 157 22.2: 2823 
Nos. 5, 5-A, 5-A-I, 5-A-2 
semi-convertible. . 48 151 15.7 207. 
No. 4. semi-convertible 


and trailer (train)...... 114 318 39.6 249. 


* Way, equipment and power. 


the weight of car traffic include maintenance of way) 
and structures, maintenance of equipment, and cost of] 
power. The total of these for last year was $10,632,141,| 
and dividing this by the total ton-miles gave 7.3 me 
per ton-mile as the cost of haulage. On the known} 
basis of 30,000 miles run per car-year, the cost of | 
$219 per ton per year was reached. | 

From the general balance sheet of the company it 
will be seen that the investment in roadway and strum 
tures, equipment and power’ supplying’ facilities totaled 
more than $100,000,000. A portion of the fixed charges 
on this investment is properly to be apportioned to 
the cost of carrying weight on the cars of the company, 
and not all the operating expenses above listed can be 
billed directly against ‘the pounds carried. There ap- 
peared to be more or less of an offset between these 
rather indeterminate items. For this reason the total 
operating cost was prorated against the ton-miles 
and the resulting figure taken for the purposes of the 
study. This was applied to the design of rolling stock 
for train service in the East Boston tunnel and was_ 
used in other ways. i 

Table IJ shows the relations between weight and pas- 
senger carrying capacity, including standing passen- 
gers, for the various types of passenger cars used by 
the company on its surface lines, and Table III gives” 
similar data for the rapid transit lines. The average 
cost of weight haulage, figured as 7.3 mills per ton- 
mile, has been applied to these car types. The results 
are shown in the next to the last column in each table, 
which represents the estimated cost of dead-weight 
haulage per car-mile in terms of the combined way, 
equipment and power expenses. 


TABLE IIJ—CAR WEIGHTS, SHOWING POUNDS PER PASSENGER, 
BASED ON MAXIMUM PASSENGER LOAD, RAPID TRANSIT LINES 


Num- Total Car 
ber Num- Weight Cost f 
of ber per er 
Seated of Light Pass- ar~ 
: Pass- Pass- Weight, enger, Mile,* per Sar 
Type of Car engers engers Tons Lb. Cents (Light) 
Nos. | and 2elevated..... 48 162 29.6 365.4 21.6 11.82 
Nos. 3, 4,5 and 6elevated 48 162 34.9 430.8 25.5 6.87 
10.02 
Nos. 7and 8elevated..... 44 167 33.9 405.9 34.7 7.28 
Nos. 1, 2 and 3 Cambridge “ 10.41 
sUuDWAY 2) oka 72 287 43.2 301.0 Shee 10.87 
j 9.25 
No. 1 East Boston peri’ 
Transit Tunnel. .... 44 180 22.0 244.4 16.1 bey | 


* Way, equipment and power. 


~ 
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Mill Treatment Doubles the Life of Rail 


| ‘ Service Tests Made by the Boston Elevated Railway Show Wear on Sandberg Sorbitic Rail to Be 
| Only About One-Half that on Untreated Rail in the Same Track—Cost 
of Treated Rail Is Slightly Higher 


CAREFUL and thorough investigation has been 
made by the Boston Elevated Railway to com- 
pare the wear on high carbon rails, mill treated 


il 
|. 
_| by the Sandberg sorbitic process, with the wear on 
| ordinary open hearth ferro-titanium rails. Conclusions 
| reached from measurements taken on 25 rails after they 
| had been in service over two years under heavy traffic 
| indicated that the Sandberg rail was from 100 per cent 
| to 300 per cent better than untreated rail. In individ- 
| ual cases the figures varied considerably from the aver- 
| age, but in every case the wear on the Sandberg rail 
| was markedly less than on untreated rail. 
Open hearth ferro-titanium rail and the same rail 
| treated by the Sandberg process were laid for purposes 
. * ‘ A le On 
of investigation on four curves of different radii on 
the elevated structure. These locations were: Haver- 
hill and Causeway Streets, southbound track with 90-ft. 
center radius; Haverhill and Causeway Streets, north- 
bound track with 90-ft. center radius; Henley Street, 
southbound track with 420-ft. center radius; Rollins 
Street, southbound track with 1,000-ft. center radius. 
After the test specimens had been in service for some 
time the amount worn off the heads of the rails was 
measured from time to time and the wearing qualities 
expressed in square inches reduction in cross-sectional 
area per million tons of service were averaged for each 
kind of rail. For purposes of comparison various rails 
laid on other curves were measured in a similar way. 
The general results of these tests are shown in Table I. 
Although the cast manganese rail stands at the head 
of the list as regards wearing qualities, its cost is 
practically prohibitive, being nearly seven times that 
of the Sandberg rail. At the time this investigation 
was made the Sandberg sorbitic rail cost 73.36 cents per 


TABLE I—GENERAL RESULTS OF RAIL TESTS 


Wear per Million 
Tons Service, 
Square Inch 


Kind of Rail Date of Rolling 


linear foot. Cast manganese rails cost approximately 
$5 per linear foot and possessed wearing qualities only 
88 per cent better. The best of the open hearth speci- 
mens showed a wearing quality approximately 45 per 
cent as good as that of the sorbitic rail at a cost 
85 per cent as great, or 61.97 cents per linear foot. 
Rolled manganese rails cost $2.087 per linear foot, but 
showed greater evidence of wear than the Sandberg 


On the Right a Section of Sandberg Sorbitic Rail and on the Left 
a Section of Ordinary Open Hearth Ferro-Titanium Rail. 
The Locations of Brinell Tests Are Shown 


rail. From these figures the Boston Elevated Railway 
concluded that the Sandberg sorbitic rail was the best 
rail procurable for use in curved track. 


DETAILS OF TESTS 


Taking measurements of wear on Sandberg rails has 
been continued since the compilation of the figures 
shown in Table I and these later tests have confirmed 
the original conclusions. At Haverhill and Causeway 
Streets the outer rail of a 90-ft. radius curve in the 
southbound track was laid on Aug. 31, 1921, with seven 
Sandberg rails replacing 85-lb. A.S.C.E. section T-rail 
made by the open hearth ferro-titanium process, laid 
Oct. 31, 1916. The conclusions reached after the Sand- 


BERIRIEICATIERG te Ceca ev awaeee 0.0085 A . : 
tee iii: 01186 berg rail had been in serviee about two and a half 
ee Rie igo 0363 years was that it was about 115 per cent better than 
eee Hearth fcrro-titaninm January, 1915 0296 the untreated rail. Details of the tests made at this 
Open hearth ferro-titanium. . . August, 1912 . 0331 ‘ ‘ 
a oe . saree, Jee pA location are shown in Table II. 
nm hearth ferro-titanium. ugust, i . 
Open hearth ferro-titanium _. November, 1911 0382 In this test measurements were taken 3 ft. from each 
ee a “0442 end of each rail until Feb. 12, 1924, when additional 
Open hearth ferro-titanium............ January, 1911 0516 : ae 
ieee “N606 measurements were taken on each rail to determine 
Open hearth ferro-titanium............ June, 1913 0643 the greatest wear. This was found to be on the fifth 
Jos ae a ee eee March, 1907 .0742 . P 5 a 
Bessemer nickel...:.................. March, 1900 0960 of seven rails, counted in the direction of traffic. Com- 
ie banwth.’” ; talbe Tos “1028 parison of service rendered by the Sandberg rail com- 
eel ek ae ie pared with previous service from untreated rail showed 
TABLE II—AMOUNT WORN OFF HEAD OF OUTER RAIL OF 90-FT. RADIUS CURVE, SOUTHBOUND TRACK 
‘ MEASURED VERTICALLY IN FEET 
4/1/22 12/2/22 6/1/23 9/1/23 11/10 23 _ 2/12/24 
North fy South North ht South North I South North : South North South North South 
Rail En End End End End End End End End End End End 
“Nir Glaxe ed 0.000 0.002 0.002 0.010 0.008 0.016 0.008 0.017 0.008 0.018 0.010 0.021 
SL A” Soe 002 002 ‘O11 01 "015 ‘016 ‘016 “018 “017 “022 ‘019 “023 
Ra LL schin “005 005 “011 “015 016 ‘022 (022 022 022 “024 ‘023 026 
OS) a | en ee Re aia 004 “004 “015 ‘014 022 ‘022 1024 1025 ‘027 ‘027 029 031 
Bisa ear e, oes. 2. :004 006 014 1014 023 “025 024 025 -028 “028 03! 031 
nein ok See aa 005 006 ‘014 ‘O11 024 015 027 ‘016 (028 018 031 “019 
ES ena ae “003 “001 ‘009 ‘014 ‘014 "002 ‘016 002 "020 003 021 “003 
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6/25/21 9/24/21 12/31/21 2/15/22 7/15/22 10/28/22 1/12/23 a ) 

North Ph oc South North South North South North South Nort! 

Rail Heat End * End En End End End End End End End E 

Untreated=Noe Ik ctn omesacnsbeine 13,617 0.010 0.013 0.016 0.021 0.028 0.022 0.032 0.008 0.013 0.016 0.030 0.0 
Treated S'8:8;. Noi 2) aici cctessaes 13,617 .004 007 007 012 017 015 02 .024 -027 02 032 
ireatods5.8:9.0N0r Sree netics 6,017 .004 -007 007 .013 Ol 014 013 -030 021 .038 025 
Wreated S/S.S:0NOn4ie os 5:. sone sane 13,617 .002 -006 006 .009 009 oll oll .020 019 .023 026 
Untreated Noe dyn. me winynotee see 12,818  .008 017 .007 014 012 025 014 012 007 .029 014 


TABLE IV—AMOUNT WORN OFF HEAD OF RAIL OF 420-FT. RADIUS CURVE, MEASURED VERTICALLY IN FEET 


26/21 7/15/22 1/6/23 7/14/23 9/1/23 10/23/23 3/2 O24 
gai North South Nort South 4 North South North South North South North South 

Rail End End End End End End End End End End End End En j 
Treated S:S:S, Nol sacepaeiee cic: 0.000 0.000 0.000 0.000 0.001 0.001 0.001 0.003 0.001 0,003 0.001 0.003 0.001 | 
‘Ereated.§:.8.8.-No..2)53 ess oane eee . 002 .002 . 003 . 003 .003 004 .00 . 006 . 003 .00 003 .004 .00 
Uritrentied I NO33! ih. nae ae .005 -005 .007 .007 .010 .012 O11 016 oll .016 O11 014 .012 020. 
Untreated No. 4).6-.254 (oe .005° .005 .010 .010 .015 .015 .018 018 020 .020 .021 021 026 0 
Treated S)S'8..No. 57. Ga ne otek .002 . 001 .005 .005 .008 .008 O11 oll 011 0H O11 001 014 01 
reated!S:S:8:- No. Gicscesaiem oy deat .002 .003 .006 . 006 .009 007 O11 010 011 /011 .O11 oll 016 01 
Untreated NO. 2.0 .).:: 2s ncenwneaw es . 006 -005 014 .014 .021 016 .025 026 027 .028 .029 029 035 035 
Untreated: No: 6007, 20. 1 ea ee .007 .007 O11 .012 016 .023 .021 027 022 .029 032 030 037 0 
‘Treated ’S:8'SNo29inc. a0. ee een . 003 .003 .005 .007 .010 011 -O11 015 012 .017 .014 017 016 0 
Preated!S/Si8; Nomt0! ss ao. . 003 .003 .004 .005 .007 011 007 014 008 .006 009 017 014 023 | 
Untreated ‘Nola... 6. seer .004 . 004 .017 015 .031 022 035 027 036 .031 041 033 045 03: 
‘Untreated NO: 012: s2.<.4 4.0m eee 004 003 .014 .013 .023 024 030 031 031 033 032 036 035 040 
Mreated S:S!S:No;.3s cc araen aeani . 002 .001 .007 . 004 012 004 014 007 .014 007 015 007 019 007 
Preated 8:88. No: l4.ncee ee sone 000 .000 .001 .000 .002 002 004 004 .004 004 004 004 004 005 


0.0232 sq.in. reduction in cross-section of the treated 


rail per million tons of service and 0.0499 sq.in. worn 
off the head of the untreated rail per million tons of 
service. After the test had been completed the rail 
was removed from track and more recent measurements 
are not available. 

A different procedure was followed on the northbound 
track at the same location. In this case the curve, 
which also has a 90-ft. radius, was laid March 9, 
1921, with three Sandberg rails and one untreated 
rail at each end, making a total of five rails. 
Rails Nos. 1 and 5 were removed after about six 
months service and new open hearth ferro-titanium 
rails installed in their places. Details of this test are 
shown in Table III. The conclusion reached at the end 
of one year, ten months and three days was that the 
Sandberg sorbitic rail was 59 per cent better than un- 
treated rail. The reduction in cross-sectional area per 
million tons of service was 0.0313 in the case of the 
treated rail and 0.0499 in the case of the untreated rail. 
The fact that the service given by these rails in the 
northbound track was notably less than similar rails 
in the southbound track may possibly have been due 
to the fact that in the former case the duration of the 
test was shorter than in the case of the rails laid in 
the southbound track. 

Rails mill treated by the Sandberg process and tested 
at Henley Street on a 420-ft. radius curve on the south- 
bound track were found to be 112 per cent better than 


untreated rails. In this case 14 rails were laid in} 
the outside of the track on July 26, 1921, with) 
alternate pairs of Sandberg rails and untreated rails, \\ 
At the end of about 2 years and 8 months’ service the | 
treated rails showed a wear of 0.0109 sq.in. per milo | 
tons of service and the untreated rails a wear of | 
0.0232 sq.in. Details of the tests made at this location | 
are shown in Table IV. . 
Extensive tests were made also on a 1,000-ft. center | 
radius curve at Rollins Street. At this location the 
inner and outer rails were laid with alternate treated | 
and untreated rails, 11 being used in each case. These | 
were laid respectively on Oct. 14 and 11, 1920. At 
the end of more than 2 years’ service these tests showed, © 
for the inner rail, a wear of 0.0064 sq.in. per million 
tons of service on the Sandberg rail and 0.0195 sq.in. 
on the untreated rail.. On the outside the Sandberg 
rail had suffered a reduction of 0.0050 sq.in. area per 
million tons of service and the untreated rail 0.0207 
sq.in. This led to the conclusion that the treated rail 
was 204 per cent better than untreated rails on the 
inside and 314 per cent better on the outside rail. 
Complete figures for this test are shown in Table V. 


COMPOSITION AND HARDNESS 


Analyses were made of the chemical composition of 
the mill treated rails and also Brinell hardness tests. 
Sandberg rails used by the Boston Elevated Railway | 
were made by the Bethlehem Steel Company. The 


TABLE V—AMOUNT WORN OFF HEAD OF RAIL OF 1,000-FT. RADIUS CURVE, MEASURED VERTICALLY IN FEET 
Inner rail laid Oct. 14, 1920. 


6/12/21 8/5/21 12/1/21 4/1/22 9/1/22 12/1/22 2/1/23 6/1/23 
North South North South North South North South North South North South 
3 Rail End End End End End End End End End End End End 
Untreated No. 1.. 0.008 0.010 0.008 0.013 0.010 0.017 0.012 0.019 0.012 0.019 0.012 0.019 0.012 0.019 
_ §.S.8. No. 2 006 .006 .006 .007 .008 .009 .010 O11 .010 O11 .010 .012 O11 .012 
Untreated No. 3 012 014 014 018 017 020 020 023 022 .025 002 026 022 030 
3.8.8. No. 4 . 003 004 .008 009 009 oll 012 013 012 013 012 013 012 015 
Untreated INO: Docs cae ee ee 010 012 017 017 020 019 024 024 025 025 025 027 025 029 
S8:8: NGWGi nore 004 006 008 009 011 oll 013 014 013 014 014 014 015 016 
Untreated: Nof7... 36 Gece 008 010 018 015 024 018 028 .022 028 022 028 022 030 026 
SS. SS ING aorenrc eee eee 004 005 . 007 007 010 009 012 O11 012 012 -012 01 -013 015 
Untreated No. 9 012 017 017 024 019 028 020 .032 022 036 = *Rail renewed 1/8/23} 
_ $§.8.8. No. 10 005 005 .007 006 009 O02 te Ron .009 O11 .O11 2 014 012 
UmtreateauNos | lvaccchipeee se ee 006 015 020 012 023 014 .023 .014 .024 .014 024 O16 .024 017 
‘ Outer rail laid Oct. 11, 1920 
eats No.7. cere cen eee ae . 006 .012 .004 .013 .005 016 006 019 006 .020 ~ .006 021 006 025 
DEIN OP 2s tae ete ae vee eee .004 005 .007 .006 .009 007 010 009 010 .009 .010 009 012 010 
Guteaated ea EP Ach oe .012 .016 .018 .022 .019 026 020 03 .020 . 030 .022 030 025 030 
OM Poe cemeeae Me eietc oi rk 006 007 .008 008 oll orl 012 012. Rail changed account crack. 
Untreated Ne Dudeiatewre eies earieresicieetete 010 016 .016 015 018 .017 .022 .02 .022 022 .022 .022 .022 .023 
EO OeENGs Ovecichvme eee eee .005 . 006 . 003 .007 . 004 008 . 006 .010 006 “010 .008 .O11 .009 .013 
Aiotnented: No Vick ics. eee .008 .013 .013 .016 -015 017 .018 .021 018 021 ara 018 .026 
Pow: Now8i5. ca aeak hose tie 003 005 008 .007 .008 -008 .009 .010 .010 010 010 010 0 O11 
URITGRTOGEN 0.09). 4 io eteciass sce .010 .016 .010 019 .016 025 019 .030 023 -035 *Rail renewed | Pag 4 
BG NGS 10. ee see ake ten .008 005 .009 . 006 .010 .007 .012 .007 012 .008 012 .008 .012 .010 
Untreated so. 11.5%... ns onccene 5 .010 . 006 -O11 .008 012 .009 014 O11 015 Ol 014 O11 "014 .O11 


*Renewed on account of uneven wear. 


Inner rail worn 0.038 and outer rail worn 0.039 when removed. 


| a 


| July 26, 1924 


- chemical composition in the various tests was as fol- 
_ lows: 


| f Haverhill and Causeway 


| Streets, Henley Rollins 

I|. * Elements Southbound Northbound Street Street 
Carbon.. 0.850 0.850 0.930 0.880 
Manganese............. “i /e) 75 . 80 eal 

| (MBBIOBDEIUSey. 0 .s s .036 -037 .035 .029 

oo 048 048 .058 .067 

Woo. ot 20 .20 .20 .20 


ee 


Note: A few individual rails from different rollings had chemical compositions 
varying slightly from the above figures. 


Three samples were selected for making the Brinell 
tests. On sample No. 1 this test in the head of the 
| rail gave values of 351 and 340. In the base of the 
| rail it gave a value of 351. In sample No. 2 the values 
for the head of the rail were in each case 364 and in 
the base of the rail the same as in the first sample, 
| namely, 351. Sample No. 3 gave two values of 418 in 
‘the head of the rail and a value of 387 in the base. 
The locations where these tests were made are shown 
in an accompanying illustration. 

Briefly described, the process of hardening the rail 
_at the mill consists of quenching by compressed air a 
_red hot rail after it has gone through the last regular 
rolling. A long pipe with a series of vents in the 
bottom is suspended immediately above the rail and 
the compressed air released through these holes. A 
difficulty which it is understood sometimes is encoun- 
tered in the process is the bending of the rail when 
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being quenched, which necessitates its being put 
through the rolls again. It is understood that the 
manufacturer is not in a position at the present time 
to supply this rail in large quantities. 

Service tests have been carried on in Boston for the 
past two or three years and the results have been ex- 
cellent both as to wear and as to non-breakage of the 
rails. Some doubts were expressed at the beginning 
of the tests as to whether or not this process would 
cause brittleness, but inasmuch as tests were made on 
curves of very short radius and the rails were curved 
cold, the company feels that the rails received a thor- 
ough test. No breaks at all have occurred to rails 
in tracks. The extra first cost amounts to practically 
nothing compared to the cost of renewing rails at 
frequent intervals. 

The Boston Elevated Railway considers the results 
achieved on its rapid transit lines so satisfactory that 
it is endeavoring to have all rails for installation on 
curves treated by this process before leaving the mill. 
It is believed by the company that this process is equally 
applicable to rails used in surface tracks. 

Sandberg sorbitic rails have been used also to some 
extent by the Interborough Rapid Transit Company, 
New York City; the Philadelphia Rapid Transit Com- 
pany, the Denver Tramway and the Cumberland County 
Light, Heat & Power Company, Portland, Me. Various 
steam railroads have also used these rails, and the 
Pennsylvania Railroad carried on extensive tests to 
compare them with untreated rails. 


Electric Railway Industry Prospers 


A Survey of Recent Financing, Operating Results, Receiverships Lifted, New Track Construction and 
Purchases of Rolling Stock, Covering the First Six Months of This Year, Shows the Excel- 
lent Condition of the Industry—Railways Are Taking Up Operation of Buses 


‘i HILE there has been a general feeling that the 
W electric railway industry is once more sound 
and progressive, and numerous articles have 
been published within the past year to that effect, a 
large part of the general public, as well as many oper- 
ators and manufacturers in the industry itself, have 
failed to visualize the tremendous advance it has made 
since the hard times of the post-war years. The 
editors of ELECTRIC RAILWAY JOURNAL have recently 
gathered together and summarized a great mass of 
material, all of which has appeared in this paper from 
time to time, and here present part of it, and that in 
summarized form. 

It is not necessary to go into the really fundamental 
reasons for belief in the soundness of the industry. 
Factors contributing to the improvement in the situa- 
tion are definite breaking down of the 5-cent fixed 
fare, elimination of irresponsible jitney competition, the 
greatly improved public relations, the general realiza- 
tion of the necessity for high-grade service, and the 
new appreciation of the necessity for merchandising 
Service. These fundamentals are already well fixed in 
the minds of the public. 


_ First the financial side of the industry will be con- 


Sidered. For several years investment bankers have 
been strictly bearish on electric railway securities. 
Some have even taken pains to note on prospectuses of 
light and power company issues that the property in 


question has little or no railway operation. These and 
other acts have assisted in building up among the in- 
vestors a psychology which has caused a great many 
combination power and railway companies to change 
their names to eliminate the evidence in the corporate 
title of the inclusion of any railway property as a part 
of the company. 

But this line of thinking has run its course. The 
bankers are beginning to take an interest in electric 
railway issues. The railway companies are helping 
this by the spread of the work of selling securities to 
local people on the customer-ownership idea. As definite 
evidence of this increasing interest, a few cases will 
be cited. 

During the Jast twelve months the Electric Bond & 
Share Company, which has heretofore been interested 
almost exclusively in light and power companies, has 
purchased the New Orleans Railway & Light Company, 
the Birmingham Railway, Light & Power Company, the 
Memphis Street Railway, and has recently completed 
the purchase of the American Electric Power Company, 
formerly the American Railways, whose holdings in- 
cluded the Scranton Railway, Peoples Railway of 
Dayton, Wilmington & Philadelphia Traction Company, 
Roanoke Traction & Light Company, Chicago & Joliet 
Electric Railway, Ohio Valley Electric Railway, Hunt- 
ington, W. Va., and several other properties which 
comprise electric railways. 
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This indicates that this conservative holding com- 
pany sees a real opportunity to make money on railways 
or it would never have purchased them, for it has been 
an organization heretofore definitely not interested in 
railway work. 

J. K. Newman has organized an investment banking 
house, known as Newman-Saunders, which has pur- 
chased control of the bonds of the United Railways of 
St. Louis and the Kansas City Railways, both of which 
are now in receivership. The St. Louis railway system 
showed an increase in net earnings of more than 
$300,000 in 1923 as compared with 1922, and its re- 
habilitation program has only begun. Furthermore, it 
has not only paid all its bond interest to date, including 
that on some bonds which have been extended at high 
rates, but has accumulated a surplus of more than 
$4,000,000. Under better management the Kansas City 
Railways in the last three years has changed from a 
net operating deficit of $1,500,000 to a net income of 
more than $500,000, an increase in the annual net 
income of more than $2,000,000. This is the showing 
made in spite of the fact that the company has paid 
off nearly $20,000,000 in accumulated liabilities. 

The Atlantic Coast Electric Railway has been bought 
by Fitkin & Company. 

The Northern Ohio Traction & Light Company has 
purchased the Cleveland, Alliance & Mahoning Valley 
Railway. 

The General Gas & Electric Company has purchased 
the Salisbury & Spencer Railway. 

The Interstate Public Service Company has purchased 
the Winona Interurban Railway. 

The Indiana Service Corporation has offered to pur- 
chase the Fort Wayne & Northwestern Railway. 

The West Penn Company has bought control of the 
Monongahela Valley Traction Company. 

_ The Virginia Western Power Company has bought 
the Charlottesville & Albemarle Railway. 

While some of these purchases included light and 
power operations, they all include substantial railway 
properties, which indicates that each purchaser was 
convinced that it could place the railway on its feet, if 
it were not already there, and make it a paying propo- 
sition. 


SECURITIES TOTALING MORE THAN $48,000,000 IssuED 


As further evidence of the growing interest of 
bankers in electric railway securities, the following 
security issues may be cited as some which have been 
successfully floated so far this year: 


Market Street Railway..... $13,000,000 7 per cent bonds, sold at par 
Grand Rapids Railway..... 3,200,000 7 per cent bonds, sold at 994 
Pittsburgh Railways....... 3,000,000 5,22 per cent to 6 per cent car trust 


certificate: 
Chicago Rapid Transit Com- . 
6,500,000 64 per cent bonds, sold at 944 


Whee cilcah Man eee 7,500,000 8 per cent common stock, sold 
: eS ; , at par 
(The railway operation in this company is earning the full allowable 8 per 
sae aoe 
arylan ectric Railways 4,000,000 63 per cent bonds, sold at 
Boston Elevated Railway. :. 3,000,000 6 , per cent bonds, sold at 103, 


(These traction bonds were returned to the legal list for savings banks in 
Massachusetts) 
Charleston Interurban Rail- 


500,000 6 per cent stock, sold locally at par 


2,410,000 6 per cent bonds, sold slightly under 
par 


In addition to the above the Chicago Rapid Transit 
Company is now selling $5,000,000 of 7.8 per cent prior 
preferred stock to its employees at 90 and to the public 
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at par. The employees promptly took up $1,500,000 o 
this and the company is meeting with good success ii 
selling to the public, more than half the issue already 
having been taken. This is the outstanding custome} 
ownership effort to date in the electric railway field. th) 
addition, the Galveston-Houston Electric Company hag 
sold $400,000 of 7 per cent notes direct to the public) 
The total of all of these railway issues amounts tq 
more than $48,500,000, and this is by no means 4 
complete summary of the new electric railway financing| 
done this year. | 
In New York City, which has the most difficult) 
political situation in the country for traction lines, the} 
Brooklyn City Railroad has returned to a 10 per cent| 
dividend basis and has recently declared a 334 per cent} 
stock dividend, which last week was approved by the} 
Transit Commission. The Brooklyn-Mahattan Transit) 
Corporation declared an initial dividend on preferred) 
stock which was paid May 15, although this was not | 
compulsory under the terms of the reorganization plan|. 
until 1925. ‘| 

Among the annual reports published so far this year) 
the Twin City Rapid -Transit Company, Minneapolis; } 
the York: Railways, York, Pa.; the British Columbia} 
Electric Railway, Vancouver; the Columbus Railway, | 
Power & Light Company, Columbus, Ohio; the Chicago, | 
North Shore & Milwaukee Railroad; the Chicago Sur-} 
face Lines; the Hudson & Manhattan Railroad; the | 
Duluth-Superior Street Railway; the United Railways | 
of St. Louis, and the United Railways & Electric | 
Company of Baltimore have all shown substantial in- | 
creases in their net revenue. Of course, a few reports | 
which have been published have shown decreases in | 
net, but there were special reasons for some of these, | 
such as bad strikes. In general the most of the reports | 
show an increase. . 


SEVERAL IMPORTANT RECEIVERSHIPS LIFTED 

Among the more important receiverships which have 
been lifted from electric railway properties so far this — 
year are the following: Pittsburgh Railways; Birming- 
ham Railway, Light & Power Company; Binghamton 
Railway; Northern Massachusetts Street Railway, 
Greenfield, Mass; Winona Interurban Railway, Warsaw, 
Ind.; Chicago & Oak Park Railway; Toledo & Western 
Railroad; Coney Island & Brooklyn Railroad, New 
York City; Northampton-Easton & Western Traction 
Company, Easton, Pa., and New York Railways. 

In addition the properties at St. Louis, Kansas City, 
and Erie, Pa. (the Buffalo & Lake Erie Traction Com-— 
pany), will most likely be reorganized soon and emerge 
from receivership, as will the Second Avenue Railroad, 
New York City. 

New receiverships this year so far comprise only 
four small companies, as follows: Grand Rapids, Hol- 
land & Chicago Railway; Ithaca Traction Company; 
Charleston-Isle of Palms Traction Company and Colum-— 
bus, Newark & Zanesville Traction Company. This 
would indicate that the year 1924 would see even fewer 
receiverships than the number in 1923, which was 12, 
and that was the lowest in any year since 1910. 

So much for strictly financial evidences of the sound- 
ness of the industry. Now what is the tendency in the 
amount of traffic handled by the electric railways? 
Figures compiled by the American Electric Railway 
Association comprising 400 electric railways, represent- 
ing more than 80 per cent of the whole industry, show 
that during 1923 the number of passengers carried 
was 18,280,730,742, as against 12,822,423,121 in 1922, 
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a ‘increase of 3.6 per cent. Corresponding figures 
night be cited on the number of car-miles operated 
md the gross revenue also, but they all point to the 
same thing, namely, that in 1923 the electric railways 
tarried more passengers, operated more cars and more 
‘bar-miles, and had the greatest gross revenue in the 
istory of the industry. There is in sight no other 
‘means of transportation that can undertake to supplant 
‘the. electric railways in this tremendous job of handling 
16, 000,000,000 passengers a year. Nor is there any 
‘evidence in this great number of passengers carried 
‘that electric railways are on the decline. These figures 
‘are even more significant when one stops to think that 
‘in 1923 there was a total registration of more than 
15,000,000 motor vehicles. 


Per CAPITA RIDING HAS INCREASED 


| Analyzing these traffic figures a little further, a 
special study made by John F. Layng, published in 
‘BLecTRIC RAILWAY JOURNAL for June 28, page 1011, 
‘showed a comparison of the number of revenue passen- 
gers per capita and revenue passengers per car-mile 
carried by the electric railways in the years 1910, 1920 
jand 1923, for 45 companies scattered over the country 
and in cities of various sizes. Of these 45 companies, 
21, or 60 per ‘cent, showed an increase in the number of 
‘yevenue rides per capita in 1923 over that in 1910, and 
87 companies, or 82 per cent, showed an increase in 
revenue rides per car-mile operated. Totaling the fig- 
ures for revenue miles and revenue passengers for all 
45 companies, it will be found that the revenue rides 
“per capita in all these cities increased from 223 in 
1910 to 244 in 1923, and the revenue rides per car-mile 
‘inereased from 5.54 to 7.12. The real significance of 
‘this is that every inhabitant of all these cities rode 
‘on the street car 21 more times in 1923 than he did in 
1910, in spite of the fact that the total registration of 
motor vehicles increased from 470,000 in 1910 to 15,- 
0925177 in 1923. 


Six MonTHS’ TRACK CONSTRUCTION ESTIMATED 
AT $85,000,000 


Another evidence of the soundness of the industry 
is the extent to which it is buying. Taking the material 
that has been published in the JOURNAL so far this year 

{as a basis, it is found that there have been published 
'126 news items concerning new track construction or 
‘reconstruction, involving an estimated total of 1,142 
miles of single track, at an estimated cost of $85,000,- 
000. Of the total number of track items, 63 included 
paving work, totaling about 2,550,000 sq.yd., the cost 
of which is included in the above estimate. This 1,142 
miles indicates that track construction compares with 
a total during 1923 of 1,114 miles. Of course, this new 
figure is for work authorized, while that for last year 
was track actually built or rebuilt during that year. 
A comparison with similar items published last year, 
however, indicates that the track built in 1924 will. be 

-T™uch in excess of the amount of construction that was 
carried out last year. 

In the first six months this year the JOURNAL pub- 
lished 194 news items telling of the purchase or 
prospective purchase of cars, trolley buses and buses 
by the railways. The number of items indicating pro- 
Spective purchases comprised 946 cars, 12 trolley buses 
and 27 buses. The items telling of orders placed 
Seprived 1,731 cars, 2 trolley buses and 298 buses. 

_ Other important projects that are now under way 
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involving large expenditures include the $4,000,000 
Babylon electrification of the Long Island Railroad, the 
$10,000,000 authorization in connection with the Lllinois 
Central Suburban electrification, the electrification of 
the Staten Island Rapid Transit Company, the elec- 
trification of a piece of the Missouri, Kansas & Texas 
Railway, for which $1,000,000 has been authorized, 
and the Hollywood tunnel contract, which has been let 
with an expenditure of $3,000,000. The Boston Ele- 
vated Railway has announced a five-year program, 
including $4,500,000 for a new elevated shop, $4,000,000 
for surface lines shop, $3,000,000 for station improve- 
ments, $3,000,000 for new steel “L’” cars, $3,000,000 
for “L” storage facilities, and miscellaneous planned 
improvements $7,400,000—a total of $24,500,000 to be 
spent on these items alone during the next five years. 
Of the $5,000,000 stock issue now being sold by the 
Chicago Rapid Transit Company, ‘$3,000,000 is to be 
spent for important improvements, including 100 new 
steel cars. The other $2,000,000 is to be used for re- 
funding purposes. 


RAILWAYS ARE ADOPTING THE BUS AS AN ALLY 


Railways are now putting the newest transportation 
tool, the bus, into use as an ally before it has become 
a serious competitor. They are beginning to buy buses, 
but the job is only well begun. Up to date about 150 
railways have taken up bus operation in a small way, 
including severa] very sizable undertakings. They are 
operating at least 2,000 buses. Obviously, this is thus 
far mainly in the nature of a feeler as to the pos- 
sibilities. - 

The leaders of the industry see the field of the bus 
and are now of the belief that, if the railways take 
advantage of their present opportunities, they will be 
the operators of the great bulk of the buses of the 
future. Very definite steps are being taken to har- 
monize the thinking of the railways and that of the 
bus manufacturers and the bus industry generally, 
and substantial progress has already been made. This 
is coming fast, for the bus manufacturers have been 
quick to see the railway field as an enormous future 
market. To cite just one example, at least one large 
bus manufacturing company has stated that it is 
definitely aiming its main sales efforts at the railways. 

The possibilities of the use of the bus are almost 
without limit. There will be bus lines everywhere, 
affording ready means of direct communication where 
none now exists. They will very naturally feed business 
to steam and electric rail lines for the longer hauls. 
The railway people are the logical ones to develop this 
field, because they know transportation. They can also 
bring about the bus development in the way most effec- 
tively to increase the earnings of the rail lines. They 
can even parallel their own rail lines with a de luxe 
type of service that will develop riding that never 
could be secured for the railway, and it has been done 
in several cases at rates higher than those charged on 
the railway. 

The picture which these figures present is not com- 
plete. It is not intended to be complete. In no way do 
the data from which they were drawn compare with the 
results of the exhaustive survey from which the figures 
are compiled that are published annually by ELEcTRIC 
RAILWAY JOURNAL gathered from both railway com- 
panies and car manufacturers. It is, however, concrete 
evidence that shows the rapid strides being made by the 
electric railway industry in its modernization program. 
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Central Association 


Considers Methods 


of Increasing Business 


At the Cedar Point Meeting Freight and Pas- 
senger Business and Public Relations Are Main 
Topics—Improvement in Financial Situation Shown 


ETERMINED to look on the bright 

side of the future of the electric 
railway business in the central district 
and in the nation at large, the 
C. E.R. A. devoted the program of its 
summer meeting, held on July 17 and 
18 at Cedar Point, Ohio, to a discus- 
sion of ways and means of increasing 
passenger and freight business. Being 
a large factor in this program the sub- 
ject of publicity occupied a prominent 
place in the discussion. 

President Harry Reid, president 
Interstate Public Service Company, 
opened the Thursday morning session 
with a brief outline of the general situa- 
tion as it stands today and took an opti- 
mistic view of the future of the indus- 
try. He said that the affairs of the 
association are in excellent condition 
and that committees have been func- 
tioning in a whole-hearted effort to co- 
operate in working out the problems of 
the industry. 

Although the current year started 
with general increases in business, 
Mr. Reid said that most of the com- 
panies in the central district have been 
feeling some effect from the general 
slackening of industrial activity. He 
anticipated, however, a general recov- 
ery by fall which will give a more fa- 
vorable showing for the entire year 
than is indicated by the _ results 
achieved during the past few months. 

Continuation of the movement for 
progress and modernization was advo- 
cated as an essential policy to insure 
future prosperity. The various com- 
panies must take care fully of the terri- 
tory served and must expand their 
facilities to meet the desires of the 
riding and shipping public. Improved 
equipment and auxiliary transportation 
agencies, such as the motor bus, were 
advocated where their use will help the 
railway maintain its leadership as the 
exclusive transportation agency in a 
given field. 

Citing the experience of the Inter- 
state Public Service Company in adopt- 
ing dining and club cars for service 
between Indianapolis and Louisville, 
Mr. Reid said that he was convinced 
that these improved facilities for the 
convenience of the traveling public 
were profitable to the railway. Their 
use has increased the aggregate earn- 
ings of the road both through the direct 
patronage which they attract and also 
because of the favorable publicity which 
they give. 

The report of Secretary L. E. Early- 
wine showed a membership on July 1 


of 62 interurban lines, 4 city proper- 
ties and 2 steamship lines. Reports of 
the committee on rules for the inter- 
change of equipment and of the com- 
mittee on annual transportation were 
accepted by the association. A reso- 
lution was adopted tendering sym- 
pathy to the family of Past-President 
C. N. Wilcoxon, whose death was re- 
cently reported in the ELECTRIC RAIL- 
WAY JOURNAL. i 

The report of the safety committee, 
which was approved by the association, 


advocated medical examination of em=-- 


ployees, investigation of the moral 
standing of new employees, careful 
training of men, personal talks by 
executives to raise the morale of the 
men in the ranks and careful super- 
vision and checking of older employees 
so as to maintain high efficiency. 
Painting of diagonal black and white 
stripes across concrete roads at rail- 
Way crossings was recommended. 


PUBLICITY GIVEN PROMINENT PLACE 


E. F. Wickwire, chairman publicity 
committee, opened a general program 
devoted to this subject by a report from 
his committee. After outlining the 
general principles, he advocated co- 
ordination of the efforts of the 
C. E.R. A. with the work which is 
being done through the American As- 
sociation and urged each company to 
make use of the carefully prepared 
material which is sent out ‘by the na- 
tional association. 

W. H. Boyce, commercial manager 
Pittsburgh Railways, described some 
of the publicity methods used by both 
this company and the Beaver Valley 
Traction Company, of which he was 
formerly general manager. His paper 
is abstracted elsewhere. Mr. Boyce 
supplemented his paper by showing ex- 
amples of effective and constructive 
publicity material used by the London 
Underground Railways, the Chicago 
Rapid Transit Company and the Pitts- 
burgh Railways. 

In_ discussing Mr. Boyce’s paper, 
W. H. Sawyer, president East St. 
Louis Railway, said that the day has 
passed for advocating the need for 
publicity, and that present-day effort 
should be devoted to discussion of the 
best methods of carrying out construc- 
tive work along these lines. Since so 
many examples exist of properties 
which have been saved from ruin by 
constructive publicity, Mr. Sawver 
said that a railway executive who does 
not recognize the value of such work 
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now has no place among progressive 
electric railway people. Ve 
“The Pittsburgh strike was won by | 
constructive publicity, and the winning i} 
of that strike was of national benefit | 
to us all,” said Mr. Sawyer. “True, ! 
it was publicity backed up by per- | 
formance—backed up by men who 
meant what they said and said what | 
they meant—but that is what all 
publicity must be. Unless backed by + 
performance, publicity is useless and | 
worse than useless.” Publicity work | 
by a railway was held to be equally 
important with any other departmental | 
activity. For this reason it should be : 
considered as a distinct department, | 
ranking equal with any of the regular | 


tion. 5 
Labert St. Clair of the American As- | 
sociation staff and representatives from | 
the committees on public utility infor- 
mation in Indiana, Ohio and Michigan | 
discussed the subject of railway pub- | 
licity. Mr. St. Clair said that the | 
function of the American Association |} 
was primarily to tie together the 
activities of all other agencies, and he 
offered the Central Association the full | 
co-operation of his department. That | 
railways are making publicity for | 
themselves all the time, whether or not 
they are engaged in active work along | 
these lines, was brought out by one of } 
the speakers. Every time a passenger | 
and a conductor make contact a certain | 
publicity reaction is obtained, and it~ 
was consequently held that the progres- } 
sive executive will take active steps to |} 
make sure that the public is so in- } 
formed regarding the business of the | 
company that it may correctly judge 


the value of the service which is ren- | 


dered. 
G. Bennett, general agent Chicago, | 
North Shore & Milwaukee Railroad, — 


outlined some of the principles ap- | 
plied by that company for building | 


public good will and increasing pas- | 
senger traffic. J. C. Matthieu, com- }; 
mercial engineer Dayton Power & | 
Light Company, read a paper on | 
methods used for increasing the ght 
and power business. He also held | 
that an improvement in public rela- | 
tions is the surest method of increas- 
ing the utility business and advocated 
full publicity on all phases of the in- 
dustry. 

In a paper on the subject of forestry 
conservation by David L. Goodwillie he 
ponted out the many ways in which 
this work affects the prosperity and 
happiness of the nation. ; 
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ENGINEERING COUNCIL 


The afternoon session was devoted 
to the meeting of the Engineering 
Council of the association, with Chair- 
man G. K. Jeffries presiding. The two 
papers presented and the moving pic- 
tures on the manufacture of steel 
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| wheels provided an opportunity for 
leconstructive discussion on the part of 
the members and guests present. The 
‘first paper, read by K. A. Simmon, 
‘manager light traction division West- 
_inghouse Electric & Manufacturing 
‘Company, gave some of the details of 
‘the organization of the Engineering 
|Gouncil of the association. It is ab- 
_ stracted elsewhere in this issue. 

| The discussion following the question 
raised by Mr. Simmon as to how to ob- 
‘tain a larger attendance at regional 
group meetings resulted in a motion to 
have the chairman of each group write h 


personal letter to the general manager 

of each property included, asking him 
‘to order men to attend the group meet- 
ings. In supporting this motion, A. V. 
|Brown, Lake Shore Electric Railway, 
| brought out the fact that many mem- 
‘pers of the Engineering Council were 
|too backward in advising their man- 
|agers of the scheduled meetings, with 
|the result that often these men waited 
in vain for the officials of the property 
to tell them to attend. A. Schlesinger, 
'Terre Haute, Indianapolis & Eastern 
|Traction Company, suggested that 
| standing orders be issued by general 
managers making it imperative that the 
‘members of the council attend the 
group meetings. He said that inas- 
'much as the council was divided into 
‘four groups, it was easy for a man to 
attend a group meeting without being 
_absent from his property for more than 
a day. 

High-tension insulators, their appli- 
cation and economic installation, were 
the subject of a talk by Arthur O. 
Austin, chief engineer and factory man- 
ager Ohio Insulator Company and con- 
sulting engineer Ohio Brass Company. 
He went into considerable detail in 
analyzing the various factors which 
determine the proper type and construc- 
tion of insulators which should be used 
to obtain the best results. 

An interesting description of the 
manufacture of rolled steel wheels was 
given by Lawford Fry, metallurgical 
engineer Standard Steel Works, with 
the aid of moving pictures. The com- 
mittee report on “Standardization of 
Freight Equipment for Interchange, 
the Development of Limit Gages and 
Rules for Application” was presented 
for formal approval. After some dis- 
cussion it was deemed advisable to ap- 
prove only sections 1, 5, 6, and 7. The 
sections dealing with standards, de- 
termination of capacity and capacity 
markings, and limits for wear gages 
were referred back to the committee 
for further consideration. - - 

Friday morning’s general session wa 
opened by a paper presented by L. M. 
Brown, superintendent Interstate Pub- 
lic Service Company. This paper out- 
lined the work of his company in deal- 
ing with the increase in the freight 
business experienced by the railways 
around Indianapolis. An abstract of 
the paper is printed elsewhere in this 
issue. 

“What Does the Interurban Electric 
Railway Mean to the Economic De- 
velopment of the Central West,” was 
the Subject of a paper presented by 
Joseph A. McGowan, Terre Haute, In- 
dianapolis & Eastern Traction Com- 


5 pany. This paper is abstracted else- 
where in this issue. 
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The talk given by J. P. Harris, vice- 
president Union Trust Company, Cleve- 
land, Ohio, proved an inspiration to his 
listeners. Stating that he was optimis- 
tic regarding the future of the trac- 
tion business, he gave many reasons 
why he advised his clients to invest in 
public utility securities, particularly 
those of electric railways. Paramount 
among the reasons advanced was the 
necessity for transportation in a com- 
munity in order to insure its growth. 
With this fact established in the minds 
of investors and the bankers, the de- 
mand and price for traction securities 
should improve materially. Mr. Har- 
ris pointed out that the value of a 
municipal security depended largely on 
the service rendered by the local trans- 
portation company, so he argued that 
in many ways the bonds, of the latter 
should be as good as if not better than 
the municipality’s. The trouble in the 
past with the public utilities, and par- 
ticularly the electric railways, has been 
due to the actions of unscrupulous pro- 
moters who have made the traction 
companies susceptible to blackmail by 
the city officials. 

One electric railway, that, after it 
became the property of the bondholders, 
was put on its feet by his bank with 
the result that it was returned to a 
public utility operating company at a 
profit to the bank was the example Mr. 
Harris used to show what could be 
done with traction lines. This sys- 
tem was similar in many respects to 
others operating at that time and even 
today. The cars were 28 years old, the 
track was worn out, no franchises were 
held in the towns through which the 
line ran, and in other ways the prop- 
erty had suffered due to the war and 
the neglect of the former operators. 
The first step in the rehabilitation work 
was the determination of the worth of 
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the property. This was done by ex- 
perts, and upon their advice new cars 
were purchased, the track was put into 
good condition and the power facilities 
improved. With this work well under 
way the bank’s representatives sought 
to obtain franchises in the various 
towns. After a two-year fight to make 
the town authorities é¢xtend to the rail- 
way the cordial wlecome and respect 
accorded to other industries franchises 
were obtained wherever needed. © This 
was accomplished by holding’ up’ the 
money to be used in the community un- 
til the town council issued the fran-’ 
chise and treated the company in a 
proper manner. After operation had 
started and the property was assured 
of a successful future the bank sold it 
to a public utility operator at a price 
higher than the total investment in- 
cluding the interest charges after only 
ten minutes of negotiation. 

The Thursday evening banquet was 
attended by almost 300 members and 
guests of the association. A _ lively 
program of entertainment was followed 
by a talk by Robert G. Gordon of Louis- 
ville, who explained some of the salient: 
facts connected with the controversy 
over the development of Muscle Shoals. 

The executive committee of the associa- 
tion approved a recommendation from 
the traffic association in favor of a 
combined freight advertising program. 
The conference called by the Governor 
of Ohio on July 28 to consider the sub- 
ject of grade crossing safety was also 
discussed by the executive committee, 
and a special committee was appointed 
to handle some of the details of pre- 
senting the electric railway view on 
this subject. = 

Dayton, Ohio, was selected as the 
place for the next meeting of the as- 
sociation, which will be a two-day 
session to be held next January. 


What Are We Doing to Increase Our 


Freight Business ?* 
By L. M. Brown 


General Superintendent Interstate Public Service Company, 
Indianapolis, Ind. 


OR a number of years the lines 

reaching the larger terminals in the 
C.E.R.A. territory have been greatly 
handicapped in the handling and solici- 
tation of freight business by the lack 
of adequate station and terminal facili- 
ties, which has in a great measure 
restricted the development of this phase 
of operation, and much tonnage which 
might have been moved by electric 
lines was lost to other means of trans- 
portation, including the motor truck. 
However, there has been a marked 
tendency during the past year to 
increase station and terminal facilities, 
and it is understood that improvements 
of this nature are contemplated or are 
under way at many points. 

Probably the most notable accom- 
plishment in this direction during the 
past year was the completion and 
putting into operation on June 1 of the 
first unit of the new million-dollar 


*Abstract of a paper presented at the 
meeting of the Central Electric Railway 
Ae OeaTIOn: Cedar Point, Ohio, July 17, 
1924. 


Indianapolis joint freight terminal, 
which is now occupied by all of the 
interurban lines entering Indianapolis. 
This terminal has platform track 
capacity for more than. 80 cars at one 
time, and team track capacity for 30 
cars; also ample storage tracks. The 
buildings are modern in every respect 
and equipped to insure prompt and 
economical handling of freight and 
facilitate the transfer of interline ton- 
nage at a minimum cost. The com- 
bined length of the present station 
buildings and platforms is approxi- 
mately 1,300 ft. with ground available 
practically to double this when neces- 
sity demands. ; 
Many other steps have been taken by 
electric lines in the territory, both 
individually and collectively, to increase 
the freight business, including the 
organization of more efficient traffic 
departments to develop and _ solicit 
business, extending the scope of freight 
operation through the establishment 
and publication of through interline 
rates and divisions, and arranging 
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through. connecting line schedules. 
Much attention has been given to the 
matter of maintaining fast and depend- 
able through interline service, and a 
great deal has been accomplished in 
this direction, with the result that. over- 
night service is rendered covering a 
large part of Central Electric territory, 
and second morning delivery between 
the more widely separated points. 
Shipments of both carload and less are 
moved for distances as great as 400 
or 500 miles, and service rendered is 
comparable with or even better than 
where shipped via American Railway 
Express. 

On the line with which I am con- 
nected there has been a very satis- 
factory increase in freight earnings so 
far this year, notwithstanding the 
general depression in_ practically ‘all 
lines of business. This has _ been 
brought about, we believe, by fast, 
dependable service, personal touch and 
solicitation by the traffic department, 
co-operation of agents and _ other 
employees with the public, establish- 
ment of industrial switches and filing 
of commodity rates. 

The giving of real dependable serv- 
ice cannot be successfully accomplished 
unless the entire organization, includ- 
ing platform men and trainmen as well 
as the solicitor is sold on the idea of 
service. It is not enough to solicit the 
business and then forget it, but it must 
be followed up until the customer is 
convinced that the service is all that 
it is claimed to be. One mistake or 
delay on a trial shipment may cause 
the loss of several hundred dollars 
worth of business which may never be 
regained. In taking on new business 
of any importance we always make it 
a rule to spare no efforts to make the 
service absolutely first class in every 
respect, even though it costs us money 
to do so. After the service has once 
been satisfactorily established economies 
. of operation can be put into effect and 
the public served is willing to eco- 
operate in improving the service and 
to report mistakes or delays so that 
they can be corrected promptly. If 
one of our patrons has an interruption 
to his business and asks some special 
favor, we go out of our way to accom- 
modate him. We have found that 
special attention to matters which may 
seem trivial to us but of great 
importance to the other fellow is one 
of the best business builders. 

We have a sufficient amount of motive 
power and rolling stock, forty-seven 
additional cars having been added 
within the past year, which enables us 
to take care of calls promptly, 
especially for car load shipments. 
About one-third of our total freight 
revenue is derived from car load busi- 
ness. Outside the larger cities trains 
of from five to twelve cars are 
operated which reduces train labor 
costs, facilitates dispatching, etc. 

A few years ago we started a special 
fruit service from southern Indiana to 
Indianapolis. This business has in- 
creased so that from two to seven cars 
are operated daily carrying berries, 
fruits, green vegetables, melons and 
other perishable commodities for about 
five or six months in the year. This 
train leaves the southern end of the 
line about 9 p.m., arrives at Indian- 


apolis about 2\a.m., is immediately 
unloaded and contents delivered to the 
commission merchants and sold in time 
to be on the breakfast table. For this 
service an all-steel, high-speed motor 
car and special steel trail cars. with 
steel wheels for fast running are used. 
With these specially constructed steel 
express trail cars which can be operated 
behind limited trains, we recently added 
to our list of perishable products a 
new commodity. In a period of about 
eighteen days approximately 11,000,000 
tomato plants were handled from two 
stations on the line with a gross revenue 
of more than $2,100. 

Industrial switches have been estab- 
lished at such places as canning fac- 
tories, cement mills, wood-working fac- 
tories. for road contractors and others. 
Recently a large stone quarry on the 
line has been leased for commercial 
use which will give us several hundred 
carloads per year. Several hundred 
cars of sand and gravel are already 
being handled for road building pur- 
poses. 

All the lines entering Indianapolis 
handle a large amount of livestock into 
and out of that city, almost 12,000 cars 
having been handled last year. 
Recently our line made a connection 


into the stock yards at Louisville, _ 


which gives us stock yard facilities at 
both ends of the line. A part of the 
stock cars have been double decked, 
which increases the revenue per car 
and reduces ears per train. This results 
in more economical operation. A 
special livestock solicitor devotes his 
entire time to this business. Through 
the solicitors and with the co-opera- 
tion of the agents, the traffic depart- 
ment keeps in close personal touch with 
all lines of industry in the communities 
served. Frequent meetings of the 
agents, heads of departments and 
clerical forces are held, and at these 
meetings general conditions are dis- 
cussed and suggestions for improve- 
ments in service are made. We also 
have a special women’s committee made 
up of the women employed by the rail- 
way, who meet regularly to discuss 
public relations and other matters per- 
taining to the railway. i 

A prominent industrial traffic man- 
ager in the Indiana territory makes 
these suggestions, ‘from a _ shippers’ 
viewpoint, as to how the traction lines 
may increase their freight business: 

The business which the traction lines 
may secure will be divided into two 
classes: 

1. That which has been established 
and is now moving regularly, either 
by steam road, traction or truck. 

2. New business which may possibly 
be developed. 

As to the first class, it is becoming 
evident that the freight business must 
contribute an increased proportion of 
traction line revenue. The very 
pronounced increase of late years shows 
what can be done. The highly organ- 
ized steam line and unorganized truck 
are still after the business, but superior 
service will get the traffic of the future 
just as it has in the past. 

Prior to September of 1917 the scale 
of class rates in the central territory 
was very low, but even under the low 
rates the traction lines laid the founda- 
tions for an improved service, which 


together with an indifference on the 
part of the steam carriers, enabled th 
to secure a very substantial tonna 
The present rates would appear to 
remunerative and if the traction li 
can build up such a tonnage und 
adverse circumstances they certainly) 
can do still better under present condi-| 
tions. } 


From observation a few suggestions | 


are offered which we believe would at. | { 


tract traffic: \ 


A system whereby expense bills ie 


would be in the cashier’s hands 
immediately after the freight 
unloaded—a dual waybill—expense bill 
form might be adopted. bs 

A careful effort to locate the con- 
signee before shipment is placed in 
storage. 


is | 


A reasonably liberal policy in han- i) 
dling loss and damage claims more } 
nearly in line with that adopted by the | 


steam roads. 
As to the second class the proposi- 
tion of creating new tonnage appears 


to be much more difficult than that of } 
getting the established and steadily | 


moving traffic away from competing 
agencies. A survey of the products of 
the territory adjacent to the lines might 


be made and if the lines could jointly | 


form some agency for disposing of 
these products it might be possible to 
increase this movement via a joint 
truck and traction arrangement. 

It is generally conceded that in the 
future development of the freight busi- 


ness on electric railways there is still | 


reom for further improvements in work- 


ing out connecting schedules, the load- | 


ing of through package cars, the elimi- 


nation of delays at transfer points, etc. — 


It has been suggested that there 


should be some organization of the - 
operators themselves to get together — 


frequently to work out through 


schedules and otherwise improve the — 


service. 


The lack of industrial sidings causing 


the shipper to pay cartage charges to — | 


the electric line when he can get a’ 
steam ruad car at his own door and 


the fact that truck operators make door 


to door delivery at electric line rates 
or lower, has created a problem that is 
not easy of solution. It is known that 
some lines have under consideration a 
pick up and delivery system at certain 
points to meet such competition. Where 
rates have been established with trucks 
which act as feeders to the railways 
this service has been found to be both 
satisfactory to the shippers and a 
source of added revenue to the railway. — 
eels is opportunity for development 
ere. 


In addition to increasing the volume — 


of freight business, much of the success — 
of freight operation depends upon the 
economies which can be inaugurated 
in handling, not only at terminals and 
stations, but also on the road. 


the service to be performed is impor- 
tant and may be the means of 
materially reducing operating costs, 


especially labor, through the handling © 


of longer trains, and facilitating move- 
ments over the line. It has been found 
that material reductions in operating 
costs may also be made by giving 
special attention to proper distribution 
of cars, reducing non-revenue or empty 


I The — 
selection of motive power suitable to 


~ 


- , ’ 
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| r or train mileage, etc., thus adding 
to net results, which after all is the 
| principal incentive for operating freight 
| service. 

| That freight business, properly and 
| ‘ 
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economically conducted, is not only 
desirable but highly remunerative needs 
no further proof than the results 
obtained by many electric lines in the 
territory. 


| What May Be Accomplished by 


Constructive Publicity” 


2 By W. H. Boyce 


| ETHODS employed in dealing 
with the public are, of course, 
largely dependent upon local conditions, 
| although there are certain rules of the 
| game that must be pretty generally ob- 
| served no matter how small or how 
large the communuity served. I think I 

| ean best illustrate this point by saying 


| that a southern railway manager: told 


t 
3 
' 
| 
| 
| 


' 


j 
‘ 
of 


i last, through the spoken word. 
-.; 


me that he had been taken to task, 
rather severely, for some of the ma- 

| terial that had appeared in the com- 

|| pany publication that is distributed in 
the cars, his Eastern bankers taking 
the position that the material was not 
dignified enough and complained be- 
cause they had not seen therein 
articles along certain lines that would 
have interested them. This manager 
finally convinced his people that if the 
publication was of a nature not to suit 
them, it was just exactly what was 
needed for the type of people in his 
district and from whom the railway 
company received a large portion of its 
earnings. He stated further that if 
ever the publication did get so it would 
suit them he hoped they would notify 
him at once, as he would then have 
to make some radical changes. 

A few years ago a number of com- 
panies conceived the idea of employing 
press agents who attempted, through 
various methods, to have inserted in 
the newspapers articles regarding the 
financing and operation of their com- 
panies. The public was quick to sense 

_ the origin of such articles. Today it 
is pretty well understood among 
utilities that the “paid for” advertising 
space is the proper method to employ 
in putting over our case with our 
public. Of course, I do not mean by 
that that a company should not give all 
the information necessary for a re- 
porter of any paper to write an article 
concerning the operations of the com- 
pany, but I do mean that all of the 
facts should be laid on the table. 

To my mind all of the public rela- 
tions work, from the dealing with the 

_ individual car riders to the member- 
ship of the civic and municipal bodies, 
in a great measure comes under the 
head of publicity, either verbal or 
written. Construct've publicity is 

_ publicity with a punch designed to sell 

_ the idea of safety, a car ride, bonds, 
an idea, good will, your operating or 
financial problems, or what not. It may 
be put out in the form of really truly 
news stories, newspaper advertising, 
copy for car cards, posters, pamphlets, 
bill boards, novelties and, by no means 

It is 
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Commercial Manager Pittsburgh Railways 


publicity prepared with much care and 
viewed and criticised by several mem- 
bers of your organization. It is 
publicly based upon “the truth, the 
whole truth and nothing but the 
truth.” It is honest and) does not for- 
get the human element among em- 
ployees and patrons. It invites friend- 
liness by being friendly, and solicits 
constructive criticism. If it is street 
railway publicity it is in direct com- 
petition with the advertising of ‘‘Rears- 
Sawbuck,” the United States Mail, the 
“Well Belephone Company,’ jitneys, 
freight and passenger buses, trucks, 
about fourteen million autos and Fords, 
and the shoe leather express. 

It will let your public know of the 
mutual concern and responsibility of 
public and public utility management. 
It will teach your patron that he is not 
giving you a certain number of dol- 
lars per month or year, but that in 
many cases you are giving him more 
dollars in the form of service than 
you receive in cash from him. It will 
not speak of educating your public, 
but it will give all the facts and let 
the public decide who is right or wrong. 
Tt will help secure the hearty co-opera- 
tion of all employees, but you must 
keep everlastingly at it. 

Constructive publicity for the Beaver 
Valley Traction Company, with which 
I was formerly associated, put its em- 
ployees in such a frame of mind that 
they ight the company many thou- 
sands of dollars one year when-the bond 
interest was due. It made more 
courteous, polite, attentive salesmen of 
our trainmen. It put our public in 
such a frame of mind that we were 
able to abolish workmen’s two-for-5- 
cent tickets, go to a straight 5, then a 
6-cent, then a 7-cent fare, and finally 
a revision of zone lengths from 6 miles 
down to 2 miles (providing a 28 per 
cent increase in revenue), all without 
having to face a complaint filed by a 
citizen, or corporate, or civic body of 
the thirteen boroughs and townships 
served. 

In Pittsburgh during the past five 
months it has kept our earnings above 
the point that we could reasonably ex- 
pect them to reach, considering the mer- 
cantile trade and base industries in- 
dices. It has brought crowds to our 
zoo and art galleries and to the parks. 

The Commercial Department of the 
Pittsburgh Railways was formed be- 
cause in the judgment of our presi- 
dent and our general manager there 
existed as much need for a selling or- 
ganization on a street railway property 
as in a manufacturing organization. 
This department is responsible for the 
quality and quantity of service, public 
relations and advertising. It is headed 
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by the commercial manager, assisted by 
a director of traffic promotion, under 
whom is the traffic department, a di- 
rector of public relations and his assis- 
tants and the general ticket agent and 
his branch agents. When new cars are 
purchased or old cars rebuilt this de- 
partment is expected to make recom- 
mendations on body color, interior 
finish, type of grab handles, seat up- 
holstering and spacing. The superin- 
tendent of transportation is furnished 
information on increasing or decreas- 
ing car mileage, the rendering of spe- 
cial service, all special car orders, 
rates of fare and transfer privileges, 
and anything that has to do with the 
sale of transportation. 

Through the director of public rela- 
tions police and traffic matters as well 
us all complaints are handled, a ma- 
jority of the latter, no matter how 
trivial, being adjusted by a personal 
call upon the complainant. I believe 
that practice has done more to make 
friends for us than any other one thing 
we have done. 


Fair Rates and Fair 
Speaking* 


By J. C. MATTHIEU 


Commercial Manager Dayton Power & 
Light Company 


O INCREASE our light and power 

business we are striving to give the 
right kind of service at fair rates and, 
furthermore, to maintain good, sound 
public relations. To establish the 
proper relationship with the public re- 
quires the same careful planning and 
foresight as the other vital policies of 
your company. 

Education of the public is an absolute 
necessity in the development of satis- 
factory and sound public relation. Too 
many people have the wrong impres- 
sion of our business because they have 
been misinformed. Education should 
begin within our own organization for 
the reason that most of our employees 
do not understand the problems of the 
utility any better than the masses, and 
yet it is largely through the actions 
and sayings of our employees that 
public opinion is molded. Consequently, 
one of our best avenues of approach to 
the public is well within our control. 
Take the employees into your con- 
fidence and tell them something about 
your business and they, in turn, will 
become more interested because it 
broadens their views, affords new in- 
sight and makes them more efficient. 

Let the public know what you are 
doing and what you stand for. If you 
make an improvement in your service, 
tell them about it. Use your news- 
papers. Do a little publicity advertis- 
ing; you’ll be surprised to know how 
the public responds if you tell the truth. 
If you have an accident, tell how it 
happened, the cause, etc. In most cases 
you are not to blame, so get it to the 
press as quickly and as straight as 
possible. The press is anxious for the 
right information, but you must make 
it easy for press representatives to get 
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it. Designate some person on whom 
they may call and feel sure they are 
getting the right information. The 
public is fully aware that accidents and 
interruptions to service will come, and 
it is only human nature that they 
should be curious to know the cause. 
By correctly advising them you gain 
two points—you satisfy their curiosity 
and, more important, you educate them 
in the problems of your business in a 
manner that is pleasing to them. 

Did you ever stop to analyze your- 
self when you have a tendency to be- 
come provoked in a _ public office? 
Usually it is due to some minor thing 
that the employee is doing, perhaps not 
to you but to the fellow who is in line 
ahead of you; immediately the entire 
organization is wrong, at least in your 
opinion. 

Service—that for which we are in 
business—must be rendered efficiently, 
courteously and willingly. To do this, 
our property must be kept in a neat, 
workmanlike manner; if it is run down 
in appearance, just so will the entire 
organization be reflected in, the minds 
of the public. 


Possibilities of the Engi- 
neering Council* 


By Kari A. SIMMON 
Manager Lirht Traction Division, 
Westinghouse Electric & Manufacturing 
Company 

EALIZING that the diversified oper- 

ation prevailing in the Central 
states presents numerous engineering 
problems that can be solved with the 
greatest dispatch and reliability among 
its own members, the association sev- 
eral years ago organized an engineer- 
ing branch, providing for regional engi- 
neering group conferences three or four 
times per year; these regional groups 
to be supervised and guided by an 
engineering council responsible to the 
executive committee. 

It is now universally realized that no 
matter how brilliant a man may be 
his knowledge, vision and judgment are 
improved by contact and exchange of 
views with his fellows. The oppor- 
tunity, therefore, for each individual 
member of the Central Electric Railway 
Association to become well informed 
upon transportation matters in general 
has been set up by his association, and 
it only remains for each one to make 
the most of this privilege. 

One of the major problems confront- 
ing transportation management today 
is that of develoning men capable of 
assuming and efficiently discharging 


the responsibilities of departmental 
heads and their allied supervisory 
staffs. These engineering and operat- 


ing group conferences offer one of the 
very best ways for any individual to 
become better informed upon operating 
problems in general. 

We are all more or less limited in 
our vision, although we may not freely 
admit this and sometimes make the 
mistake of believing that since we 
hapven to be. for example, in the car 
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equipment maintenance department, 
and are especially interested in the 
exchange of ideas with others on that 
subject, that it is a bore and a waste 
of time to listen to a discussion on 
overhead line material or trackwork. 
There is, of course, some truth in this, 
but by and large it is an error of 
judgment, excepting for the man who 
has no hope or desire to advance in the 
transportation industry. 

One of the basic opportunities of 
these regional group conferences is to 
provide a forum for exchange of ideas 
and practices between the different de- 
partments that, of necessity, must co- 
operate with ‘each other in order to 
render the right sort of service to the 
public. 


Frequently, the mediocre or neg- 


Getting More Riding* 
By G. BENNETT 


General Agent Traffic Department, 
Chicago, North Shore & Milwaukee Railroad 


O INCREASE passenger traffic we 
must hold our present patrons. 
This is of the utmost importance, for 
if new business is acquired while old 


patrons are permitted to drift away, 


our efforts in devising schemes for 
bringing new riders to our line will not 
show us satisfactory results. The first 
step toward increasing our passenger 
business must be in retaining the favor 
of those patrons who are the founda- 
tion for any increase we may promote. 

Good, old-fashioned courtesy on the 
part of all employes is the foremost 
step toward ultimately bringing traffic 
up to the ideal of operating capacity. 
This is just as important as keeping 
the equipment up to a high standard of 
operating efficiency. Trains may con- 
tinually run on time, but if an employee 
answers a passenger’s inquiry in a 
surly manner, such discourtesy will be 
remembered, and the fact that the pas- 
senger arrived at his destination safely 
and on time will be forgotten. In other 
words, a smile and a pleasant word 
from a ticket clerk, information clerk 
or train conductor constitute an addi- 
tional something which induces the 
passenger to think pleasant thoughts 
and speak good words for the company. 

Operating schedules must be ar- 
ranged to meet the needs of the com- 
munity served. Cars and stations must 
be kept clean and attractive. 

When it comes to the actual solicita- 
tion of traffic we must remember that 
this is an age of specialization. To 
sell service and actually to develop new 
business it is absolutely necessary at 
the present time to place your work in 
the hands of men trained and skilled in 
the selling profession as adapted to 
the requirements of particular electric 
lines. 

.A great deal of assistance can be 
rendered to the traffic salesmen and a 
fine, loyal spirit developed in all em- 
ployees by offering prizes for sugges- 
tions for improvement of service or 
increasing business. Printed schedules, 
framed if possible, should be hung in 
hotels, theaters, lobbies of public build- 
ings and at information booths and 
at waiting rooms of department stores 
and at summer resorts. It is well to 
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ligible results secured by associa 
effort are due to the indifference me 
fested by the executives of the indivi- 
dual properties. The average man et | 
likes to tell his manager that he ou 

to, or wants to attend a meeting, where}, 
expense is involved. He assumes that | 
the “boss” knows all about it and will} 


tell him to go and, in the absence of 1. 


definite instructions, he does not prom- | 
ise to attend, and, frequently, does not | 
attend. 


If the best results are expected | | 


these regional group meetings, the in- 
dividual executives must, by all means, | 


take an interest in them and use these | 
opportunities to find out what value he | 
-In addition he 
is obtaining assistance in developing his | 


is getting from them. 


i" 


! 
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own staff personnel. Wet 


call on hotel clerks and clerks in in- | 
formation booths to obtain their good |) 
will_and learn from them of the publig He 


attitudestoward electric lines. 
Frequently valuable suggestions are 
picked’ up in such places. Newspapers 
and certain trade papers should be 
watched carefully for party movements 
and movement of prominent individ- 
uals. Our experience on the North 
Shore Line shows that, taking the year 
round, 65 per cent of special business” 


secured originated from live tips picked — 


out of the newspapers. 
Where business houses have em- 


ployees doing regular traveling, it is 7 


well to show the firm members how 
money can be saved by the purchase 


of mileage books or other commutation — 


tickets, so that taking the electric line 
will become a habit. Keep the public 
at all points along the line informed 
of amusements or other 
events which may take place at other 
points on the line or at points to and 
from which the line may be available. 


Many manufacturing concerns and de- | 


interesting 


partment stores give their employees — 


an annual picnic. These should be 


solicited for holding at suitable, avail- — 


able resorts served by the electric line. 

Business may be picked up through 
co-operation with motor coach lines by 
using such lines as feeders. The estab- 
lishment of through rates with connect- 
ing electric and boat lines, and the 
through checking of baggage with such 
connections, will result in swinging a 
great deal of business our way which 
might otherwise turn to the steam 
roads. 

In conclusion, it may be said that the 
chief avenues opening to an increase 
in passenger business are: First, for 


us to realize that electric lines are oc- — 


cupying a more important position with 
the traveling public than ever before, 
and second, that they have many in- 
herent advantages which should be 
considered in the same way that any 
merchant takes an inventory of the 
goods he has for sale. 
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“How the Interurban Serves* 
By J. A. McGowan 


| ; and Treasurer Terre Haute, Indi- 
| anapolis & Eastern Traction Company 


1 HEN we are asked what inter- 
| urban electric railways mean to 
\|the economic development of the Mid- 
_ die West, we are called upon to state 
their contribution to the material 
‘| yesources and the production and dis- 
'| tribution of wealth, and the means and 
| methods of living well for the indi- 
| vidual, the family and ‘the state. 
| In all these respects, interurban rail- 
| ways have been of incalculable benefit 
| in developing and improving rural dis- 
They 


| have extended the city well into the 


| eountry, and have brought the country 
| into the city. They have created a vast 
| amount of new business by the estab- 
' Jishment of new industries on account 
| of the facilities rendered for frequent 
' and rapid travel. If we were content to 
rest upon past achievements, we might 
“Hoint with pride,’ as the politicians 
express it, to what interurban electric 
railways have already done within the 
past quarter of a century. From a 
_few miles of interurban railways in 
the states of Ohio, Indiana, Illinois, 
Michigan and Kentucky at the begin- 


| ming of 1900, there are at present in 


these states more than 10,000 miles 
reaching like a great network in all 
directions, uniting rural districts, towns 
and cities, 
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In a commercial way these electric 
railways have been one of the most 
important factors in adding to the value 
of farm lands along their routes, and 
thus creating new values from which 
have been derived increased taxes for 
the building of roads, bridges and 
school houses. Interurban railways 
have provided the farmer new markets 
for his produce by means of frequent 
and rapid transportation. Figures 
show that in our Middle West states 
tens of thousands of employees through 
payrolls, have received millions of 
dollars, and these sums have been dis- 
tributed in all directions, adding to the 
wealth of the communities served. It 
is safe to estimate that 250,000,000 
passengers traveled on interurban rail- 
ways in the Middle West states. dur- 
ing the past year, while about 5,000,000 
tons of freight were hauled. A large 
part of this passenger and freight busi- 
ness was created by the interurban 
railways. 

In a social way the interurban rail- 
ways have been of inestimable advan- 
tage by bringing to the rural districts 
all the comforts and conveniences of the 
city, thus improving living conditions, 
while at the same time the city dweller 
is enabled to enjoy the health-giving 
benefits of the farm and country life 
by means of the interurban railways ex- 
tending the boundaries of cities well 
into the country. Interurban railways 
furnish commuter service to _ the 
smaller towns which the steam roads 
could not supply at such low fares, and 
they greatly assist the labor situation 
by affording easy means of transpor- 
tation between the country and city. 


World Power Conference Begins 


HE most important engineering 
_ feature of the Wembley Exposition 
‘in London this year is probably the 
World Power Conference, held during 
the two weeks from June 30 to July 12. 
. The attendants included distinguished 
engineers from nearly every civilized 
country, and the topics embraced not 
only the generation and distribution 
of power, but also its application, par- 
ticularly in the form of electric power, 
to various industries, including the rail- 
way industry. 

At the opening session there was an 
address by the Prince of Wales, who 
expressed belief in the benefits which 
would be derived from international 
discussion and co-operation in power 
problems. “It is difficult: to conceive 
any modern industry where power in 
some shape or form does not play a 
part,” he said. “It forms the one great 
instrument in the possession of man 
by which he is capable of extracting 
from nature everything of value that 
nature can offer and of converting this 
material wealth into something of im- 
mediate use.” 


STarp Versus PRIVATE MANAGEMENT 


__ A paper at one of the early sessions 
by Arthur T. Hadley, president emer- 

itus of Yale University, discussed pub- 
lic versus private management of power 
plants, a subject which he said is be- 
coming more important because of the 
increased use of water as a source of 


power, because this water power is a 
national monopoly, and because of the 
recent discussion of an organized na- 
tionwide power system under the term 
“super-power.” 

The speaker divided industries into 
two kinds, the standardized and the 
progressive. In the former, such as 
the post office or municipal water sup- 
ply, where a large part of the work 
is routine, honesty in management is an 
all-important condition, and the capital 
invested is either small in proportion 
to the year’s business, as in the post 
office, or subject to easily calculated 
depreciation charges, as in the water 
supply. In the other class of industry, 
conditions are very different. Much 
depends on management, the amount 
of capital involved is large, deprecia- 
tion cannot be accurately calculated, 
and a delay in scrapping a group of 
obsolete machines may convert a real 
loss into an apparent profit. Among 
the large industries of the present day, 
the one which is least standardized and 
most progressive in its character is the 
electric power industry. 

The history of state railroad man- 
agement should indicate what results 
we may expect to reach and what dan- 
gers .we have to fear if electric power 
development should be placed in gov- 
ernment hands. Only in Russia and 
in South Africa have government- 
owned railroads succeeded in earning 
the full amount of interest on the cap- 
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ital invested, and no operating im- 
provement of importance has ever had 
its origin on a government railroad 
system. State railroads have been 
equally backward in commercial im- 
provements. 

One advantage urged for govern- 
ment operation of power plants, Doctor 
Hadley said, is that they can give lower 
rates because of their exemption from 
taxation and because they are not try- 
ing to make a profit. As a matter of 
economic theory, both of these methods 
of lowering costs are wrong in prin- 
ciple. Exemption from taxation is 
merely a shift of the burden to other 
shoulders. It also has a bad effect on 
the morale and efficiency of govern- 
ment industry. As for the second 
argument, if government enterprises 
have been barely able to pay current 
expenses, they cannot make their rates 
lower by renouncing a profit which 
they have never had. There is another 
objection to this idea that municipal 
ownership will lower rates. In a pro- 
gressive industry, where rates are at a 
reasonable figure through competition 
or the action of public service commis- 
sions, profits are made either by de- 
veloping new business, which allows 
the plant to be better utilized, or cheap- 
ening the cost per unit. In neither 
case is there any loss to the public, 
and the experience of every industry 
with large fixed capital shows that a 
reduction of unit cost makes a reduc- 
tion of rates not only possible but prof- 
itable. On the other hand, where prof- 
its are limited or not permitted, there 
is no stimulus for introducting new 
methods which would lower costs and 
increase sales. 


OTHER PAPERS 


Secretary Herbert Hoover contrib- 
uted a paper pointing out that since 
modern power developments cover a 
field much more extensive than the 
limits of any one state, there must be 
a uniformity and continuity in policy 
between adjacent states. Thus, ad- 
ministrative interconnection might ob- 
viate the necessity of federal interven- 
tion in interstate power matters. 

General Guv E. Tripp discussed the 
question of public ownership of power 
resources and said that the adoption of 
government ownership of a utility of 
such tremendous proportions as the 
power industry would impair public 
credit and introduce a positive political 
menace. 

William S. Murray pointed out the 
advantages of super-power for railwav 
electrification, as it would give not onlv 
adequate, reliable and economic power, 
but would relieve the railroads of build- 
ing their own power stations and leave 
only the financing of the rolling stock 
and contact svstems. 

A. Hultquist. secretarv Swedish 
Tramway Association, said the first 
Swedish horsecar line was built in 
Stockholm in 1877 and the first electric 
tramway in Stockholm in 1901. Tram- 
ways now consume about 14 per cent 
of the total energy production in 
Sweden, taking in 1923, 35.442,857 kw.- 
hr. The speaker said there are at 
present fifteen tramwavs in Sweden, 
with a total length of 374.5 km. (234 
miles), 672 motor cars, and the number 


of passengers carried by all lines in 
1923 was 200,621,160. 

Uno Forsberg, assistant managing 
director S.K.F., Sweden, gave particu- 
lars of the use of ball and roller bear- 
ings on the Swedish state railways. 
The savings in power effected were 
from 11% to 14 per cent. In both 
Sweden and Denmark, practically all 
of the modern double-truck railroad 
cars are equipped with roller bearings. 


Committee on Welded Rail Joints 


HE executive committee of the 

committee on welded rail joints 
held a meeting at the Bureau of Stand- 
ards, Washington, D. C., on July 18. 
There were present: Dr. G. K. Burgess, 
chairman; E. M. T. Ryder, vice-chair- 
man; William Spraragen, secretary; R. 
C. Cram, E. J. Mcllraith, H. M. Steward 
and W. W. Wysor, members of the 
executive committee, and H. H. George, 
H. F. A. Kleinschmidt, E. F. Begtrup, 
representing J. H. Deppler, Dr. H. L. 
Whittemore and A. P. Way, members 
of the main committee. Several of the 
metallurgists and physicists of the 
bureau were also present. 

It was stated by the chairman that 
the Emery testing machine to be used 
for completing the tensile tests had 
been calibrated and that the completion 
of these tests will be put through as 
rapidly as certain rush work for the 
Navy Department will permit. 

The bureau has set up the new re- 
peated impact testing machine, and the 
committee inspected it. Unfortunately, 
owing to an unexpected amount of 
rebound of the hammer, the lifting cam 
was broken, and this will delay its 
operation for about two weeks. 

Arrangements are to be made for 
securing some test data as to impact 
at defective joints in actual service car 
tests by means of the otheograph device 
recently installed by the General Elec- 
tric Company in its test track at Erie, 
Pa. An offer from the General Electric 
Company to erect and operate the pro- 
posed rotary testing machine at cost, 
was discussed at length, as were sev- 
eral types of test tracks which might 
be used to sécure similar information 
as that from the rotary device. No 
action, however, was taken or is con- 
templated at the present time. 

There was some discussion of the 

matter of specifications for welding 
wire used for are weld joints. 
_ The special committee on examina- 
tion of broken test specimens in- 
spected the specimens which have 
been broken in the bend test at Purdue 
University and the drop test at the 
University of Illinois and ‘the few that 
were broken in the tensile test before 
the Emery machine was dismantled. 
The nature of fractures was carefully 
described and recorded by sketches. 

The chairman appointed a sub-com- 
mittee of five to draw up a detailed 
program for the future work of the 
committee. Test results, comments re- 
ceived on Progress Report No. 2 and 
the report of the special committee to 
examine broken specimens will be used 
by this sub-committee as the basis of 
proposed program for the third stage 
of the work, which is that of testing 
variations in methods and_ processes 
which may help to improve the various 
types of welded rail joints. 


ELECTRIC 


Executive Commiitee 


T A meeting of the executive com- 

mittee held on July 18 aboard the 
yacht Tilicum, off Sandusky, Ohio, a 
number of committee reports and gen- 
eral policy subjects were taken up and 
discussed. Those present consisted of 
President B. I. Budd, F. R. Coates, J. 
N. Shannahan, W. H. Sawyer, R. P. 
Stevens, Harry Reid, J. H. Hanna, 
Cornell S. Hawley and Past-Presidents 
Charles L. Henry and A. W. Brady. 
E. P. Waller represented J. G. Barry, 
M. B. Lambert acted for H. D. Shute 
and G. C. Hecker represented Secretary 
J. W. Welsh, who is in Europe as a 
member of the committee on foreign 
operation. 

Mr. Hanna reported the recommenda- 
tions of his sub-committee on deprecia- 
tion, giving an outline of the arrange- 
ments contemplated for preparing the 
material which will be presented for 
the electric railway industry. The re- 
port was discussed by members of the 
finance committee, and at the request 
of President Budd several others ex- 
pressed their views on the proposed 
method of procedure. The recom- 


mendations of the committee were 
adopted. 
Reports from the committees on 


company membership and on individual 
membership were presented. It was 
reported that the total number of in- 
dividual members of all the affiliated 
associations now amounts to 746. Sev- 
eral applications for new membership 
were approved. 

Program plans for the annual con- 
vention to be held at Atlantic City, 
October 6-10 were taken up by Chair- 
man Coates, of the committee on meet- 
ings and subjects, and Mr. Hecker re- 
ported on the tentative arrangements 
planned by the entertainment commit- 
tee of which F. H. Gale is chairman. 
Although the program is still subject 
to some slight modifications, the execu- 
tive committee approved it in its pres- 
ent form. 

A progress report from the exhibit 
committee on the amount of space sold 
for the coming convention showed a 
total of 65,883 sq.ft. of space sold so 
far this year in comparison with 55,421 
sq.ft. at the corresponding time last 
year, an increase of approximately 18 
per cent. From the rate at which re- 
quests for space are being received the 
committee estimates that the total 
space taken for this convention will 
exceed the record figure of 75,681 sq.ft. 
sold last year. 

Some further discussion of the sub- 
ject of exhibits took place. President 
Budd expressed himself in favor of 
encouraging operating companies as 
well as manufacturers to exhibit cars 
and other railway equipment. He said 
that such displays by operating com- 
panies will increase the interest and 
value of the exhibits and should be 
encouraged. New developments in car 
design, construction and arrangement, 
it was felt, should occupy an important 
part of the exhibit space, so as to dis- 
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_exhibition of electric cars. i 


seminate to the industry at large the | 
progress along these lines during the} 
year. i 


Not only cars and car equipment but | 


developed by operating companies, as 
well as manufacturers, were conside i 
valuable for exhibition. It was pointed | 
out that. many operating companies are |) 
backward about calling attention to | 
new developments which they have | 
made, and for this reason they should |. 
be encouraged and urged to take part | 
in promoting the progress and develop- | 
ment of the industry by exhibiting new | 
methods worked out on their proper- | 
ties. In order to encourage the exhibi- | 
tion of car equipment at next year’s } 
convention, the association staff was } 
instructed to make an investigation of 
available locations for the convention 
which will be particularly suited to the | 


Activities of the publicity committee _ 
which have been carried on since the — 
last meeting were described by W. H. | 
Sawyer, chairman. This included dis- 
tribution of the booklet “Electric Rail- — 
ways Have Come Back” to practically — 
every financial editor in the country. 
The committee reported that the finan- 
cial pages of the daily press are reflect- 
ing a much friendlier tone toward elec- 
tric railway securities than has been 
the case heretofore. Other recent work 
done by the committee has included 
wide distribution of the facts regarding 
several recent events which, it was felt, 
would give the public at large a better 
understanding of the electric railway 
situation. A new series of “Traction 
Tom” posters have been prepared, and 
the committee has also taken steps to_ 
advise the industry that the publicity — 
material put out by the advertising sec- 
tion is designed to be used in whole or™ 
in part by the various operating com-— 
panies to fit their individual require- 
ments. 

In the absence of Mr. Storrs, Mr. 
Brady reported for the committee on 
co-operation with the National Automo- 
bile Chamber of Commerce. Recom- 
mendations were made in regard to 
proposed revisions in the constitution — 
of the association to allow membership 
of bus subsidiaries of railway com- 
panies. These recommendations were 
discussed and the committee was au- 
thorized to prepare certain tentative 
changes in the present constitution so” 
that they may be taken up at the next 
meeting. ja 

The subject of a contribution to sup- 
port the work of the street and high- 
way safety conference organized by the 
Department of Commerce was dis- 
cussed and was referred to the finance 
committee. Participation in this work 
was urged by several of those in at- 
tendance. : 

There will be no further meeting of 
the executive committee until just prior 
to the annual convention. In conse- 
quence, the next meeting is scheduled 
to take place on Oct. 6 at Atlantic 
City, N. J. me 
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Light Support Mounted 


on Lathe Carriage 


HE most essential point to 

illuminate in connection with 
machine tool work is the cutting tool. 
As this moves with the carriage 
where work is done on a lathe, the 
New port Central Railroad in its 
Harmon shops has found 
a supporting bracket for 
a light mounted on the 
lathe carriage of advan- 
tage. An accompanying 
illustration shows this 
mounted on the carriage 
of a 42-in. engine lathe. 
The lower part of this 
consists of a stand con- 
structed of a floor plate 
with 1-in. pipe upright, 
about 15 in. long. The 
top of this upright is also 
fitted with a floor plate 
and a double joint is bolted 
to this. One end of this 
double joint can rotate 


ie about the upright pipe 
Joint for support and the other end 
Light F 

Swive. Clamps the supporting arm 


of the light, which can 
also rotate in a vertical plane. The 
light can thus be arranged in any de- 
sirable location properly to illuminate 


This Yale Elevating Platform Truck Operates on a Regular 
Route and Schedule in the Shops Department of the 
Milwaukee Electric Railway & Light Company 


By Mounting This Adjustable Lamp Bracket 
on the Lathe Carriage Work Can Be 
Better Mluminated 
the work. The upright pipe arm 
which supports the lamp is of #-in. 
pipe and the receptacle with shade 
mounting is attached to the end of 
this. The bottom part of the floor 
plate which rests on the lathe car- 
riage has a projecting lug which is 
fitted in a bracket so that it can be 
lifted off when the bracket is not re- 
quired or when work is being installed 

in the lathe. 


Scrap Material Is Transported by Truck in 
Type. 


One Truck Equals Six Men 


MONG the extensive equipment 
found in the Cold Springs shops 
of the Milwaukee Electric Railway 
& Light Company is an electrically 
driven industrial truck which is 
used for transporting materials from 
one department to another. The 
truck used is a Model K-22 Yale, 
made by the Yale & Towne Manu- 
facturing Company. This modelis a 
self-loading transportation unit with 
an elevating platform. It is used to 
lift loaded skids from the floor, 
transport them to a given place and 
then either set them down on the 
floor or raise them to such a height 
that they may be stacked in piles or 
loaded upon motor trucks. Two 
types of skids are used, as shown in 
the illustrations. 

The, operation of this truck has 
been placed under the supervision 
of the clerk in the shops department, 
who has arranged the schedule for 
its use in such a manner that it 
travels on a regular route, serving 
the various departments of the shop 
at scheduled intervals. The operator 
of the truck punches a time card at 
the start and finish of each run and 
must account for any variation or 
irregularity in the running time. 


Containers of This 


Scrap Iron and Steel Are Removed by 
an Electromagnet in the Yard 


The schedule is arranged so that the 
entire shop is covered five times a 
day, while the machine, forge, and 
storerooms are given four additional 
trips. This extra service to these 
departments is necessary because of 
the quantity of interchange of 
materials between these departments. 

These trips, particularly the short 
ones, do not take up all of the 
operator’s time, hence he is available 
for odd jobs during the layover 
periods. A careful account is kept 
of the operation of this truck upon 
a special account number, and it has 
been found in the period of operation 
that the truck has displaced six men 
who were formerly employed in 
hauling material from one depart- 
ment to another. It is estimated 
that not only will the truck pay for 
itself, but it will make a profit for 
the shops department. 


Waste Reclaiming Machine 
Separates Fibers 


S PART of a program for 
reclaiming old oil and waste 
which is now being worked out by 
the Denver Tramway, the machine 
shown in the accompanying illustra- 
tion has been built in the company’s 
shop for reconditioning old waste 
after the oil has been removed and 
for separating short fibers that tend 
to pack down and reduce the resil- 
iency of the material after it is put 
into an oil box. 
The machine consists primarily of 
a box, almost cubical in shape, built 
of wood slats spaced far enough 
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apart to allow loose short lengths of 
fiber to drop through. This is 
mounted on bearings so that it can 
be rotated by means of an old com- 
pressor motor which has_ been 
arranged for this purpose. At the 
front a door, also made of the same 
type of slats as the rest of the box, 
is arranged so that it can be readily 
taken off for charging the box and 
for removing the reclaimed waste. 

Small bolts, projecting into the 
interior approximately 4 in., are 
spaced as shown in the illustration 
so that the waste, as it tumbles about 
with the rotation of the box, impinges 
on them and is pulled apart. The 
short lengths of fiber are allowed to 
fall through to the pan below. The 
waste which remains is fluffed up 
and the fibers straightened out, so 
that from the standpoint of lubrica- 
tion requirements it is reported to 
be practically as good as the new 
material. 

From 50 lb. to 100 lb. of waste is 
put in for each charge. The box is 
driven through a reduction gear so 
that it rotates slowly. Approxi- 
mately one-half hour is required for 
this amount of waste to be thoroughly 
reconditioned. 


Handy Tool for Removing 
Inaccessible Screws 


NOVEL type of offset screw- 
4 AX driver is used in the shops of 
the Illinois Traction System at 
Decatur for getting at inaccessible 
screw heads such as those under the 
insulation on circuit breaker hous- 


Waste Is Placed in This Box, Which Is Then Rotated by a Motor - 


the insulation material which is fas. | 
tened to the cover. One leg of the 


_ Handy Tool for Removing Inaccessible 
Screws 


Offset screwdriver has one blade at right i 


angles to the other, while the driver is so | 
designed as to allow pressure to be ap- 
plied vertically at the same time that a 


turning effect is produced by moving the } 


other end of the offset. 


direction, while on the other leg the. 


blade_is set at right angles to this” 
direction. Thus it is possible, by 


alternately using one blade and then 


the other, to remove a screw from an 
inaccessible place. The advantage 
of this tool over the ordinary type 
of leverage screwdriver is that 
pressure may be applied to the verti- 
cal handle at the same time that the 
leverage action is brought into play. 
Several of these screwdrivers are — 
in use in the electrical department at 


| 


i) 
i 
\ 


the Decatur shops and have proved © 
their worth by speeding up the work — 


of this department. 


Underground Cleaning 


Tanks Save Shop Space 


HE arrangement of cleaning 
tanks used in the shops of the 
Department of Street Railways, city 
of Detroit, is of interest because 


they are located below the floor of — 


the truck shop, where the parts can 
be readily handled by the overhead 
crane and where the tanks are near 
the point at which most of the mate- 
rials are taken down for cleaning. 
One usual objection to a location for 
a tank of this kind in the truck or 
motor shop is that space is at a 
premium. For this reason suc 


e 


tanks are frequently located in out- — 


of-the-way corners to save room, but 
making the cost of handling material 
to and from the tank excessive. 

In the Detroit shops this problem 
has been overcome as shown in the 
accompanying illustration. The clean- 
ing tanks are sunk into the truck 
shop floor and covered by substantial 
steel trap doors so that when the 
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| tanks are not in use the space 
| oceupied is available for other pur- 
‘poses. These tanks are used for 
| deaning both truck and motor parts 
' and are heated by steam coils. The 
solution is agitated by admitting 
compressed air and the fumes and 
steam given off by the hot liquid are 
‘taken out with an exhaust blower 
| discharging outside of the building. 
‘This eliminates the objection of 
‘steam and fumes rising in the shop. 
Caustic soda is used as a cleaning 
‘material. One tank of the two shown 
| contains the cleaning solution. The 
| second tank contains only hot water 
| for rinsing. 

| The parts are handled in substan- 
| tial steel baskets, They are dipped 
| into the first tank and allowed to 
remain for about fifteen minutes and 


are then removed by means of the 
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overhead crane and dipped into the 


| rinsing tank to wash off the solution 
| thoroughly. When removed from the 


Welding Electrode Holder 


i ITH the object of overcoming 

heating of the handle, a new 
type of welding electrode holder has 
been developed by the Gibb Instru- 
ment Company, Bay City, Mich. 
This holder has heavy aluminum 
members of high conductivity and 
an air-cooled fiber handle arranged 
so that free circulation of air 
through it will be obtained. The 


Light-Weight Electrode Holder Whieh 
Does Not Heat 


heating of the electrode holder, 
which is due to the cable connection 
and is ordinarily a source of trouble, 
has been eliminated in the new de- 
sign by the use of outside connec- 
The light weight obtained 
with the aluminum castings results 


in a holder that weighs but 15 oz. 


2 


and in use does not readily tire the 
operator. In practice electrode wires 
are sometimes used ‘up to short 


_ lengths and in drawing an arc on 
the holder the wire may slip and the 
Jaws get burned. The welding elec- 


de holder now developed has re- 


ZZ 


| New Equipment Available 


_ this space. 
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Valuable Space Is Saved in Detroit Shops 
by Having Cleaning Tanks Underground 


second tank the parts are transported 
directly in the baskets’ to any part 
of the shop where they may have 
been removed from trucks or motors. 
In the event of welding or other 
repairs being necessary, the parts 
are transported directly to the points 
where this work is done. Thus the 
entire operation is carried out with 
a minimum amount of. handling. 


movable copper jaws. By depressing 
the spring under the fiber thumb 
piece, the copper jaws can be quickly 
changed when worn out. 


Danger of Transformer 


Explosion Eliminated 


NEW transformer which elimi- 

nates danger from explosions 
has been developed by the Westing- 
house Electric & Manufacturing 
Company. It has a cushion of 
nitrogen above the oil surface in 
place of the air that usually occupies 
This prevents oxidation 
of the oil and the risk of fire or ex- 
plosion of inflammable gas above the 
oil surface is eliminated. 

The oil expands and contracts 
according to temperature and this 
expanding and contracting cause 
what is known as “breathing.” When 
the oil expands it forces some air 
out, and similarly when the oil con- 
tracts, air is drawn in. The air 
being drawn into the transformer 
passes through a quantity of deoxy- 
genating and dehydrating chemicals, 
so that dry nitrogen enters the gas 
space. 

It is possible that some fault 
under the oil level may result in an 
explosion of liberated gases, formed 
when an electric are causes a break- 
down in the oil composition. To 
prevent them the new transformer 
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has a relief device resting upon the 
manhole opening in the top of the 
transformer case. It consists of a 
diaphragm of thin sheet micarta 
clamped to a support directly beneath 
the manhole cover, which rests upon 
the gasketed surface of the dia- 
phragm support and is free to move 
upwardly except for its weight and 
the retarding action of a number of 
heavy springs. The diaphragm is 
clamped in position with a ring and 
a gasket, forming under normal con- 
ditions a seal which is gas and oil 
tight. Thus, if an explosion occurred, 
the pressure would first rupture the 
diaphragm and then force the man- 
hole cover open far enough to permit 
the pressure to be relieved. Then 
the springs would bring the cover 
back to its original position quickly, 
closing the opening. The operation 
does not permit the discharge of oil 
or the diffusion of air into the case. 


Five-Way Signal Light 


NEW light-weight signal lamp 

with five-lens apertures which 
allow a variety of directional combi- 
nations has just been placed on the 
market by the Nichols-Lintern Com- 
pany, Cleveland, Ohio. It is designed 
to focus a 25 or 40-watt. straight 
filament lamp, but a 50-watt mill 
type concentrated filament lamp can 
be used with an extension socket. 
The lamp socket is fastened to the 


Signal Lamp with Five Lenses 


supporting bracket, so that it is not 
necessary to remove the lens in order 
to get at the lamp. 

A strong body is provided for the 
lantern, which fastens to the support- 
ing bracket by set screws. The body 
can thus be dropped for making re- 
placement. Each lens is fastened 
with a ring cushioned on a rubber 
gasket. The body is of cast aluminum 
and has a weight complete of 6 lb. 
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The News of the Industry 


Municipal Plan Likely 


Chicago Mayor Said to Have New Plan 
Ahead If Present Railway Pur- 
chase Negotiations Fail 


Mayor William E. Dever has an 
alternative plan worked out in 
detail for the city of Chicago’s traction 
needs in the event that all purchase 
negotiations with the Chicago Surface 
Lines fail. Whether it means compet- 
ing lines, a subway built by special 
assessment or bus lines the Mayor de- 
clined to say. His only remark was 
that he hoped to be able to make a 
definite public announcement at the 
next conference as to agreement or dis- 
agreement on the price to be paid by 
the city. 


DISAGREE OVER VALUE OF LINES 


Thus far there has been no indication 
that the bankers or the Surface Lines 
officials have given one inch in their 
valuation of the lines at $162,000,000. 
This price the Mayor contends is too 
high, and he believes it would be re- 
jected by a large majority at the polls. 
The Mayor would not comment upon 
the probabilities of a successful appeal 
to the courts by the lines and the like- 
lihood that the cars would run under 
the protection of the courts, without 
reference to whether the city granted 
or renewed a franchise. 


The city and the officials of the Chi- , 


cago Rapid Transit Company are also 
at odds in regard to the worth of 
the lines, the Mayor admitted this 
week, in the renewed conferences with 
Samuel Insull, head of the lines, and 
Patrick J. Lucey, attorney. The Mayor 
announced that he had invited Mr. 
Insull to put his ideas about the valua- 
tion of the lines into writing. 


LEGALITY OF DEAL QUESTIONED 


Whether the city has a right to go 
into the railroad business outside of its 
own boundaries was a new question 
that arose recently in the conference 
with the officials of the Chicago Rapid 
Transit Company, operating the ele- 
vated lines. A few of the car tracks of 
the Surface Lines are likewise outside 
of the city limits, but the question is 
particularly pertinent because so large 
a percentage of the elevated tracks are 
not within the boundaries of Chicago. 
At present the “L” lines extend 
through Evanston and Wilmette and 
the Oak Park “L” and the Douglas 
Park “L” will, when completed, extend 
into Forest Park and Oak Park. 

The new question which arose neces- 
sitated the presence of Corporation 
Counsel Busch in the conferences. He 
admitted that at the present time he 
was not able to give an opinion as 
to the legality of the city obtaining 
control of the lines outside of the city. 
Without these outside traction prop- 
erties being entirely unified with those 


within the city, it is difficult to see 
how either could be operated, and for 
rate-making purposes the Illinois Com- 
merce Commission placed a valuation 
of $86,500,000 on the entire system. 


Five-Cent Fare Extended by 
Public Service Railway 


The Public Service Railway, Newark, 
N. J., has filed with the Board of Public 
Utility Commissioners of New Jersey a 
tariff rezoning its lines in its central 
division. The step is voluntary and 
unless the tariff is suspended by the 
board, it will give New Brunswick, 
Perth Amboy, Rahway, Bound Brook, 
Somerville, Raritan and other munic- 
ipalities in central New Jersey the 
same 5-cent fare within their limits as 
is now in effect in many other cities 
served by the company. 

No transfers will be issued and zones 
have been shortened, so that on four 
of the company’s principal lines twenty 
5-cent zones will take the place of 
sixteen former 8-cent zones. The com- 
pany’s action follows the request of 
several of the larger municipalities that 
the 5-cent fare plan be extended. 


“Jolla” fication Edition in Honor 
of San Diego Extensions 


The San Diego Electric Railway and 
the San Diego Union and San Diego 
Tribune made July 1 a red letter day 
to the San Diego rider and reader by 
co-operating to issue what is probably 
the most elaborate transportation edi- 
tion ever got out by a daily newspaper. 
The occasion was the opening of the 
14-mile high-speed line to Ocean Beach, 
Mission Beach and La Jolla promptly 
on the day promised. The project in- 
volves some $3,500,000 in all-around 
extensions and improvements. 

Each paper used color plates on two 
or more pages of a series of sections 
totaling thirty-two pages with lap- 
overs of traffic material even in the 
regular news sections. In this record- 
breaking space the story of the new 
work and its meaning for a Greater 
San Diego were told with due emphasis 
and ability. Scores of pictures showed 
the map of the new route and its rela- 
tion to the rest of the system, the 
catenary construction, the pantograph 
cars and the various features of the car 
equipment. A feature’ was the series 
of articles from manufacturers of the 
different items entering into the job, 
supplemented by the story of how the 
work was carried out entirely by the 
company’s staff. There were also ar- 
ticles on San Diego railroading in older 
days and much other matter to give 
the San Diego car and bus rider a real 
inside view of the aspirations of the 
men who serve their traffic needs. 


Main Points Settled 


Two Issues Still Being Contended by 
City and Cincinnati Properties— 
Drafting Franchise Under Way 


Several minor points in the proposed 
settlement of the differences between — 
the city of Cincinnati and the Cincin- 
nati Traction Company and Cincinnati 
Street Railway remain to be adjusted, | 
but the main issues involved are agreed | 
upon. It is understood that the Cin- | 
cinnati Street Railway will take back | 
the property from the Cincinnati Trae- \ 
tion Company, to which it leased it in | 
1901 for a period of forty-five years. | 
Work of drafting the proposed fran- 
chise has been started. 

The existing capital of the ie 
company, $36,166,050, is to be reduced 
to $27,230,378 in the event the agree- 
ment goes through and the street rail- 
way is restored to active operation of 
the system. Of the existing capital 
$27,230,950 represents permanent capi- 
tal and $8,927,100 reducible debt. Un- 
der the terms of the proposed fran- 
chise the permanent capital will be re- 
duced to $22,761,050, while the re | 
ducible debt will be brought down to | 
$4,468,428. The street railway also 
agrees to expend $1,750,000 prior to 
1928. 

The agreement also provides for a 
7z-cent minimum rate of fare for a 
period of three years with free trans- 
fers as at present. The present rate 
of fare is 9% cents. / 

The two points that still remain un- 
settled relate to the powers of the Di- 
rector of Street Railroads and to the j 
repairing of streets between the rails, — 
The street railway has agreed to con- 
tribute $15,000 annually toward the 
maintenance of the Department of — 
Street Railroads. W. Kesley Schoepf, — 
president of the Cincinnati Traction 
Company, objects to what he has desi 
nated the arbitrary powers that would — 
be given to the director and insists that 
the railway be protected against ca on 


| 
| 
| 


by the director, so that he could no 
insist that the company comply with — 
unreasonable demands. 5 
The other objection raised has to do 
with the interpretation of repairs of — 
streets. Mr. Schoepf insists that the © 
operating company should not be ex- — 
pected to pay for the rejuvenation of 
the existing “worn-out streets.” Under ‘ 
the existing ordinance the operating — 
company is expected to pay only for 
street restoration. That is, when the ; 
traction company is compelled to re= @ 
move paving to repair its tracks, the 
paving disturbed must be replaced. The 
directors of the traction company are 
in accord with the principle that they 
assume 50 per cent of the cost of street — 
repairs after the streets traversed by 
their lines have been rebuilt, but they 
insist the car rider should not be ex- 
pected to assume any of the cost of 
replacing the existing pavements. 


i} 


| 


_ tinued to show a loss. 
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|| 
| Bus Feeders Proposed for New 
| 3 York Rapid Transit Lines 


The Brooklyn- Manhattan Transit 
| Eieaoration on July 23 announced that 
it was ready to undertake bus opera- 
tion as supplemental to its subway, 
| elevated and surface service in Brook- 


|| lyn. In fact G. M. Dahl, chairman of the 


| board of directors, stated that the com- 
pany had already negotiated for the 
purchase of ten double-deck buses, to 
be delivered in two weeks. 
| The corporation as yet has made 
| no application for franchises for bus 
routes, but such applications will prob- 
ably be made as soon as plans can be 
' eompleted, on the most-needed lines. 
The rate of fare to be charged and the 
use of transfers will be matters of indi- 
|| vidual discussion with reference to par- 
| ticular routes. Until specific bus routes 
are authorized the B.-M. T. plans to use 
the new vehicles for carrying picnics 
and for special trips. Mr. Dahl said: 


We have purchased these buses in order 
that the public, as well as public authori- 
ties, if they deem it wise to authorize us to 
operate bus lines, may understand that we 
are in earnest in our desire to render the 
broadest possible service. Various sections 
have developed very rapidly in the last 
few years. _ 

Construction of rapid transit lines into 
such sections is practically impossible. 
Such lines would be extensions of existing 
trunk lines which are already overbur- 
dened. Logically any rapid transit con- 
struction should be important trunk connec- 
tions, such as Fourteenth Street and 
Nassau, so as to allow fuller use in rush 
hours of existing facilities. Even as to sur- 
face railroads, further extensions will take 
time and need to be carefully considered. 
The conclusion is inevitable, therefore, that 
buses should play an important part, in a 
large system, in extending transportation 
into growing sections. 

It should not be overlooked that houses 
can be erected and occupied within a year 
and a new section thus largely populated 
without adequate transportation. The con- 
struction of rapid transit lines is a slow 
process, taking a good many years from 
the laying out of a route to the beginning 
of operation. This company desires to do 
its part toward securing immediate transit 
for such sections and thus indirectly en- 
couraging further development of outlying 
sections. 

Bus operation seems the logical and im- 
mediate method of furnishing such service. 
If a transit line is later constructed through 
a section where buses are operated, the 
buses can be shifted to another section 
without loss of capital. 


Ticket Rate Increased in Toledo 


An increase in fare has been an- 

nounced by B. C. Adams, president of 
the Community Traction Company, 
Toledo, effective on Aug. 3. At that 
_ time the cash rate will be 8 cents as 
sat present, but the ticket rate will go 
‘to seven for 55 cents. The next jump 
will be to a straight 8-cent fare. 
_ At the time of the repert of opera- 
tions covering June there was a bal- 
ance in the stabilizing fund of only 
$3,475 and it is estimated that the bal- 
ance has now been wiped out and that 
the fund is in the red. 

_ The report of Acting Street Railway 
Commissioner E. L. Graumlich shows 
a net deficit of $38,497 for June charge- 

Batic to the stabilizing fund. Compared 
_ with June last year savings of $24,630, 
_ due largely to cut in schedules, were 
_ shown. It was estimated that one-man 

‘ ears on the Bancroft line resulted in a 
cut of $2,000. Feeder bus lines con- 

A new line 

was established in connection with the 

Long Belt serving a territory on 

Monroe and Central Avenues. In June 
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, eeivers had no jurisdiction. 


4,127,773 revenue passengers were car- 
ried, or an average of 137,592 daily. 
The average for May was 148, 708 and 
tor February 182,092. 

There is now $180,105 cash in the 
sinking fund and bonds .aggregating 
$596,000 have been retired. 

Suggestions have been made by city 
authorities that a special election be 
called to vote upon a proposal to elim- 
inate the sinking fund provision of the 
Milner ordinance and turn back some 
$700,000 into the stabilizing, deprecia- 
tion and maintenance funds. Such a 
change would have to be approved by 
the Henry L. Doherty interests. 

Abandonment of the Indiana and St. 
Clair Street tracks with extension of 
the use of one-man cars is contem- 
plated in the economy program favored 
by both company and commissioner. 

The Common Pleas Court of Lucas 
County has ruled in favor of the Toledo 
Edison Company, on its demurrer to 
the suit filed against it by the city 
for $200,000 excess power charges paid 
by the traction company in the last two 
years. The case will be appealed. The 
Council may be asked to ratify a power 
rate of 1.4 cents per kilowatt-hour in 
place of the 1.7-cent rate now in effect 
but not being paid due to disapproval 
by the commissioner. 


Buses—Talk of the Hour 
in Kansas City 


Agitation looking toward the instal- 
lation of buses on the streets of Kansas 
City, Mo., is becoming louder every 
day, with the newspapers devoting 
much space to the subject. A recent 
editorial in the Kansas City Star, en- 
titled “Motor Bus vs. Trolley,” calls 
attention to the advantages which 
would result from auxiliary bus service 
under, the management of the Kansas 
City Railways. But it states that if 
the receivers for the company are not 
prepared to undertake the project, then 
some other organization should be 
permitted to do so. 

Answering the suggestion in the 
Star’s editorial, Receiver Wilson of the 
railway said he never had opposed 
the use of buses as feeders to the 
railway service. He explained that the 
company was under the control of the 
United States court and that the re- 
It was his 
belief that in the plan for reorganiza- 
tion that would follow the termina- 


A representative of the Yellow Coach 
Manufacturing Company on July 22 
submitted to the Mayor a survey for 
the establishment of a bus system in 
the city. The Mayor said that any such 
action should start in the Council. 


P.R.T. Applies for Eight- 
Cent Fare 


An increase from the present fare of 
7 cents with a 63-cent ticket rate to an 
8 cent cash fare with a 73 cent ticket 
fare is sought by the Philadelphia 
Rapid Transit Company, Philadelphia, 
Pa., in a new tariff filed with the 
commission on July 21. The petition 
states that the reasons for the increase 
are to enable the company to finance 
the purchase of 200 new cars, costing 
about $2,600,000, to replace as many 
old ones still in service, and to make 
possible the payment this year of the 
co-operative wage dividend due the 
men amounting to about $1,800,000. In 
return for this grant the company 
promises free transfers at all junction 
points where a 3-cent exchange is now 
needed, except in the central delivery 
loop—between the two rivers from 
Pine to Callowhill Street. 


INCOME ACCOUNT OF THE PHILADEL- 
PHIA RAPID TRANSIT COMPANY 


Six Months to June 30 
1924 1923 


Operating revenue....... $22,596,715 $22,512,399 
Operation and taxes..... 16,317,866 16,448,461 
Operating income. $6,278,849 $6,063,938 
Non- ~operating i income. 268,374 
Gross income......... $6,539,178 $6,332,312 
Fixed charges........... 5,201,017 4,996,431 
Net income..........+ $1,338,161 $1,335,881 


The company has made public a 
letter sent to Mayor Kendrick and 
Charles B. Hall, president of the City 
Council by Thomas E. Mitten, chair- 
man of the executive committee of the 
company’s board of directors. In the 
communication Mr, Mitten called atten- 
tion to the fact that the operating 
income this year probably would be 
about $2,000,000 less than was expected 
and further that the increase in the 
operating revenue for this year would 
be less than the normal yearly increase 
in the operating revenue. A compara- 
tive statement showing the company’s 
income account and passengers statis- 
tics for the first six months of 1923 
and’ 1924 follows: 


PASSENGER STATISTICS OF THE PHILADELPHIA RAPID TRANSIT COMPANY 


Passengers Carried 
1924 


AMIE RV Se Me tee etettens fon foe dies ee 78,297,258 
Me DIuArypitesinbieciades iis tls st =< ecsisles 73,247,920 
March... 79,591,970 
April... 78,235,652 

ay.. 81,288,979 
IOS eats Sree NO c's alpaca weve 75,366,347 

PERM OMENS neha lv che aiaile's wie < e 2 466,028,126 


Average Rate per 


Passenger Passenger Revenue 
1923 1924 1923 1924 1923 
74,857,899 4.79¢ 4.84c $3,748,595 $3,625,767 
68,570,408 4.78¢ 4.82c 3,501,989 3,305,182 
79,422,257 4.78¢ 4.82c 3,802,197 3,827,671 
76,730,494 4.78¢ 4.8lce 3,743,361 3,694,068 
82,591,742 4.770 4.8lc 3,880,553 3,973,888 
77,264,587 4.77¢ 4.82¢ 3,591,596 3,723,608 
459,437,387 4.78¢ 4.82c $22,268,294 $22,150,187 


tion of the receivership full considera- 
tion should be given to bus operation 
in connection with street railways. 

The prospects for the operation of 
well-organized bus service in Kansas 
City were referred to in the ELECTRIC 
RAILWAY JOURNAL of July 5 following 
the filing of an application for in- 
corporation of the Kansas City Motor 
Coach Company. 


The company explained the situation: 


Operating revenue for 1924 is short the 
usual normal increase over 1923 and now 
bids fair to be more than $2,000,000 less 
for the year than was anticipated. Men 
and management have co-operated in mak- 
ing every possible economy, and while there 
is no doubt that the P. R. T. 6 per cent 
dividend will be fully earned, a large part 
of the men’s co-operative wage dividend 
this year must depend upon an increased 
fare, for which a formal application must 
now be made. 


Injunction Against Baltimore 
Fare Increase Denied 


A permanent injunction restraining 
the United Railways & Electric Com- 
pany, Baltimore, from charging a 73- 
cent fare was refused the Mayor and 
City Council of Baltimore by Judge 
Charles F. Stein in City Court on 
July 19. The increase in fare was 
granted by the Maryland Public Service 
Commission. It became effective on 
June 1. On May 30 the court refused 
a temporary injunction and on June 10 
heard the application for a permanent 
injunction. 

It was claimed by the city that the 
increase was unlawful, unreasonable 
and unjust and that an increase could 
not be granted without a valuation of 
the company’s property and unless an 
emergency existed. 

In refusing the permanent injunction 
the court went into all the evidence 
brought out at the hearing before the 
commission and found the order of the 
commission “not unlawful, unreason- 
able nor unjust, but supported by 
‘clear and satisfactory evidence.’ ” 

The city officials do not plan to take 
the case to the Court of Appeals. It 
was pointed out by City Solicitor 
Phillip B. Perlman, who acted for the 
city, that the valuation of the com- 
pany’s property, which was one of the 
things sought, is nearing completion 
and an appeal would mean that the 
case probably would not be finally 
acted upon before next spring. The 
increase granted the company is to be 
in effect until June 1, 1925. 


Selma to Have Trackless 
Car System 


Work on installing an up-to-date 
trackless car system will be commenced 
within a short time by the Selma Street 
Railway, Selma, Ala., following per- 
mission recently granted by the Selma 
City Council for the change to a track- 
less service. According to Hugh Mal- 
lory, by this change the railway will 
not give up any of its franchises. 

Two trackless cars will be put into 
operation to commence with and others 
will be added to the service later on. It 
is stated by the company that the fare 
per passenger will be 10 cents or per- 
haps less. Each coach will accommo- 
date about twenty persons. 


«S. O. S.”, Week in Chicago Has 
Encouraging Results 


The first week of Chicago’s organized 
fight for safety in the streets—a cam- 
paign conducted by the Mayoyr’s safety 
committee with the slogan “Safety or 
Sorrow”’—has ended with only twelve 
deaths in the county, as opposed to 
twenty-two the week previous. The 
safety drive started with the co-opera- 
tion of 100 boy scouts who painted the 
mystic initials “S.0.S.” on 5,000 differ- 
ent sidewalk corners. It culminated in 
the arrest of more than 1,800 motorists 
in one period of twenty-four hours for 
various infractions of the newly au- 
thorized speed laws. 

The Chicago Surface Lines is intent 
upon doing its share of aiding in safety 
by the elimination of the left-hand 
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turns. The order of the Illinois Com- 
merce Commission, agreed upon by 
Surface Lines officials, was embodied 
in an ordinance recently introduced at 
the last meeting of the City Council. 
This ordinance also provides for the 
extensive rerouting of street cars. 

The drive of the city for safer streets 
has also led to the discussion of a real 
jay-walker ordinance which would pre- 
vent the pedestrian from crossing the 
street against the direction of traffic. 
Chief Collins believes that the arrest 
of a few such offenders would do just 
as much toward safety as putting the 
entire burden upon the motorists and 
the street car motormen. 

An ordinance was passed by the 
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park board prohibiting motor buse} 
from passing each other. The 
board was convinced that the practic} 
endangered traffic too much, for thi 
ordinary street is nearly monopolized 
when two buses are traveling alo 
side of each other. The Illinois Au 
mobile Club strongly supported the 
ordinance and urged other agencies tc 
pass a similar one. It is its contention) 
that in order for one bus to pass an-| 
other, it must swing squarely into the) 
center of the street, thereby endanger-| 
ing traffic coming in the opposite direc-| 
tion. Similar action has already been} 


Competitive Bus Permit Denied 


California Railroad Commission Rules No Necessity to Grant Certificate 
to Pacific Auto Stages—Railway Traffic Declining— 


Residents Protest Bus Proposal 


NOTHER electric railway has been 

sustained in its protest against 
bus operation paralleling its line. This 
is the San Francisco, Napa & Calis- 
toga Railway, Napa, Cal. A decision 
of the State Railroad Commission de- 
nied authorization to the Pacific Auto 
Stages, Inc., to operate passenger 
stages between the town of Calistoga 
and the city of San Francisco, which 
as proposed would have paralleled the 
railway’s line between Calistoga, its 
northern terminal, and Napa, a distance 
of 28 miles. 

The railway company has been _ in- 
volved since the early part of the year 
in protesting the application of this 
company. Representative municipal 
and political subdivision bodies together 
with promotion organizations generally 
joined with the company in protesting 
bus operation in this vicinity. 

The Pacific Auto Stages applied for a 
certificate of public convenience and 
necessity to operate passenger auto 
stage service between San Francisco, 
Napa, Calistoga and _ intermediate 
points by way of Sausalito and the 
Golden Gate ferry, but it did not desire 
to operate any local service between 
any two points intermediate between 
San Francisco and Napa. 


“MORE THE MERRIER” POLICY 
ADVOCATED 


Some of the testimony at the hearing 
suggested a disposition to favor addi- 
tional competitive operation on the 
principle of “the more, the merrier,” 
but several of the applicant’s witnesses 
testified that they would not be in favor 
of the proposed operation by the appli- 
cant if this operation would endanger 
the efficiency, continuity and mainte- 
nance on its present schedule of the 
operations of the electric line, which 
was regarded by all the witnesses as 
the main transportation facility and 
asset of the Napa Valley. ; 

Some of the protesting witnesses 
showed a sentimental attitude on the 
part of valley residents against bus 
transportation. The principal weight 
of the testimony was directed in sup- 
port of the adequacy of the existing 
service provided by the San Francisco, 
Napa & Calistoga Railway, and as in- 


| 
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dicative of their concern lest the opera- a 


tion, if allowed, divert such an amoun 
of traffic from the railway that either 
the continued operation of the railway 
might be jeopardized or that the pres- 


ent number of scheduled trains in oper- |) 


ation daily might be materially reduced. 
It was pointed out in support of this 
latter contention that it was by order 


of the commission that passenger train | 


service of the Southern Pacific Com- | 


pany was reduced in August, 1921, to | 


one train each way per day, since it | 


was shown that additional operation 
theretofore had been conducted at a 
serious loss to the carrier. 

The principal point of issue related 
first to the applicant’s claim that_ its 
proposed operation would provide a 
considerable saving of time in trans- 


portation between Napa Valley points | 


and San Francisco and then to the rail- 
way’s contention that the proposed 
operation by the applicant, if author- 
ized by the commission, would seriously 
damage and possibly jeopardize the 
value and efficiency of the railway’s 
services to Napa Valley communities, — 
which relied chiefly upon the railway’s 
services and facilities for the trans- 
portation of passengers and freight. 
The commission stated that from the 
evidence in the proceeding the appli- 
cant had not sustained its claim that 
public convenience and necessity re- 


quired its operation, from the stand- 


point of providing an additional con- 


venience and a considerable saving in — 


time in transportation to and from — 
Napa Valley points from and to San 
Francisco. 
as follows: 

While the commission recognizes that 
transportation by auto stages has proved, to 
be a matter of public convenience and 
necessity in many parts of the state, the 
weight of the testimony offered on behalf 
of the protesting carrier indicated that a 
reduction of time schedules would imperil 
the financial standing of the railway and 
destroy its ability to maintain its services, 
which are vital to the community. 


C. E. Brown, vice-president and gen- 
eral manager of the San Francisco, 
Napa & Calistoga Railway, filed ex- 
hibits which covered a period of five 
years to show that 690,732 passengers 
were carried in 1919 and 397,734 in 
1923; that the balance realized in 1919 


\ 


The commission then ruled ~ 
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g $32, 952 and in 1923 was $6,85), 
though the total expenses had de- 
sed from $271,690 in 1919 to $251,- 
; in 1923. It was stated that the 
7 railway had never paid any dividends, 
that it had met all of its interest 
/ obligations. 
| Gounsel for the applicant contended 
‘that undue weight might be attached 
te the significance of the railway’s de- 
_ clining figures as to earnings and pas- 
_ sengers carried in view of the fact that 
* | during certain years of that period the 
abnormal proportion of the traffic was 
| due to Mare Island naval operations. 
conclusion the commission said 
_| that with the strong protests from the 
| substantial interests, business and agri- 
| cultural, of the Napa‘ communities 
| against the proposed operations and 
against any proposed new. transporta- 
| tion which would tend to divert traffic 
| from the railway in its present strug- 
| gling financial condition and with the 
evidence tending to show that the 
| uemcent s elaim to be able to provide 
| a substantial saving in operating time 
was not well founded, and further, that 
| the applicant’s time schedules would 
| not provide for the traveling public 
| the convenience that is now provided 
| by the time schedules of the railway, it 
did not appear that the Pacific Auto 
_ Stages, Inc., had sustained its argu- 
_ ment that public convenience and neces- 
A sity required its operation. The com- 
| mission therefore rejected the petition. 


New Law May Kill Jitneys 
in New York 


| 
| That every “jitney” operator is au- 
| tomatically driven out of business in 
New York State under the provisions 
of the state-wide taxicab bonding law, 
| which went into effect July 1, seems 
likely. This will end a long drawn 
out controversy between traction com- 
panies and unlicensed competitors. 
Under the provisions of the new law 
every person operating a motor vehicle 
carrying passengers for hire, except 
a corporation under the provisions of 
the public service commission law or 
the transportation corporation law, 
must file an indemnity bond or insur- 
ance policy with the Motor Vehicle 
Bureau in form approved by the Tax 
Commission, and the motor vehicle 


? 


a ‘Mass of Bricks from the East Wall Which Collapsed, Killing 
One Fireman and Injuring Another 


Beh Cu RG ALL W AY JOURNAL 


bureau has no authority to issue 
licenses to jitneys. The driver of the 
passenger carrying vehicle unless he 
has the bond or insurance policy will 
be subject to arrest, fine and impris- 
onment. 

Very few companies doing business 
in New York State will write insurance 
or bonds upon jitney operators, and 
while there are a number of non- 
admitted companies which do take this 
class of risks, under a special form of 
contract, it is stated by the Tax Com- 
mission that the bond or insurance 
policy cf a non-admitted company will 
not be accepted. 


Carhouse in Grand Rapids 


Burned 


Fifty-eight Cars Destroy<d in a Fire 
Which Wiped Out Hall 
Street Plant 


Fire on Saturday morning, July 19, 
wiped out the Hall Street carhouse of 
the Grand Rapids Railway, Grand 
Rapids, Mich., together with 58 cars, 
most of them used in daily service. 
The loss is estimated at between $400,- 
000 and $500,000 by Louis J. DeLamar- 
ter, vice-president and general man- 
ager. The company will probably buy 


thirty one-man, two-man cars at once 
and hopes to get delivery within from 
two to three months after the order 


Old 340, the Last of 58 Cars to Be Recoz- 
nized, the Only One Which Bore Any 
Resemblance to the Thing Its Maker 
Had Intended It Should Be 


View of Carhouse as a Huge Section Was Falling. 


for the new equipment has been placed. 
At present the company has 95 cars 
of its own ready for service, and with 
eight buses, six of the 25-passenger 
type and two of the 15-passenger type, 
and 12 cars borrowed from Saginaw 
and 3 from Muskegon, it is maintain- 
ing regular schedules. 

The fire broke out at about 3:30 a.m. 
By the morning rush hour Mr. DeLa- 
marter and John C. Madigan, traffic 
superintendent, had established ten- 
minute service instead of the regular 
eight-minute service on all principal 
lines and drivers were obtained for the 
buses, whith had not been in active 
service for some time. Peak morning 
service in Grand Rapids requires 102 
cars and peak evening 105. By Mon- 
day, by using the borrowed cars, the 
rush hours were efficiently served. The 
morning of the fire cars in the paint 
and repair shops, adjacent to the burned 
carhouse but protected by.a fire wall, 
were put back on the trucks and sent 
into service. Motor trucks were used 
to haul these cars to po’nts on the sys- 
tem where the power lines were still 
in service. By 9 o’clock signs on Divi- 
sion Avenue cars, which pass near the 
scene of the fire, read: “This Car to 
the Fire.” 

For the purposes of narrative the 
Hall Street carhouse, the largest of the 
three, faced Hall Street to the south. 
At the east the building stretched 
north from Hall Street along Sheldon 
Avenue about 234 ft. At Hall Street 
and Sheldon Avenue were the offices, 
then came the storage yards and at 
the west side of the building, which was 
about 139 ft. wide, were the paint and 
repair shops, protected from the car- 
house proper by a fire wall behind 
which firemen kept the flames and 
saved the company’s valuable repair 
machinery. In the repair department 
were stored nine 65-passenger steel 
cars and two other cars which were 
dragged to safety. 

The Hall Street carhouse was con- 
structed in 1902. Mr. DeLamarter said 
he did not believe the building would 
be replaced. Resort will probably be 
made to storage in the open. Mr. 
DeLamarter said the loss was fully 
covered by insurance. It is expected 
the exact total loss will be determined 
by adjusters very soon. 


Walls Standing 
Were Later Torn Down, as Was the Stack 
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Attempt to Prevent Elimination 
of Jitney Competition in Akron 


Common Pleas Judge L. S. Pardee 
at Akron, Ohio, has granted a tempo- 
rary injunction restraining Mayor D. C. 
Rybolt, Safety Director Carter and 
other city employees from rerouting 
jitneys under the terms of a ternporary 
street railway franchise passed by the 
City Council of Akron on Feb. 25 of 
this year. The injunction is an attempt 
to prevent the city from eliminating 
all jitney and bus competition along 
the route of the railway lines of the 
Northern Ohio Traction & Light Com- 
pany. 

Readers of the ELECTRIC RAILWAY 
JOURNAL will recall that one of the 
conditions upon which railway service 
was resumed in Akron last February 
after a period of suspension of twenty- 
seven days was that the city would 
eliminate jitney competition along the 
street railway and bus lines of the 
traction company. 


Jitney Service Purchased 


Buses and service which have been 
conducted by Yuill & Stiles the past 
nine years have been purchased by the 
York Utilities Company, Sanford, Me. 
The buses will be operated in conjunc- 
tion with the electric line. The new 
service will connect with the electric 
railway. 


Judge Sustains Seattle’s Suit for 
Tax Complaint Dismissal 


When Judge Jeremiah Neterer of the 
federal court in Seattle, Wash., recently 
sustained the city of Seattle’s motion 
for dismissal of the amended and sup- 
plemental complaint in suit filed by the 
Puget Sound Power & Light Company, 
pending since June 1, the power com- 
pany lost another skirmish in its battle 
with the city of Seattle to collect its 
share of the Seattle Municipal Railway 
tax for 1919, recently paid to King 
County. 

The power company, under protest, 
recently paid the tax in full to King 
County. The company immediately 
brought action in equity in the United 
States District Court, in which it at- 
tempted to force the city to pay three- 
fourths of the tax, under an agree- 
ment entered into at the time the city 
purchased the railway from the plain- 
tiff. In a later supplemental complaint, 
the power company asked subrogation 
for any liens that the state might have 
had against the railway property, if 
the taxes had not been paid. The city 
entered a motion for dismissal, which 
the court sustained. 

Judge Neterer held, in his decision, 
that the special railway fund is not 
liable for the taxes sought. He heid 
also that the tax collectors were within 
their rights in collecting the tax from 
the power company, and that the latter 
still has a right to bring legal action 
for the tax share. 

“Good conscience,” said the decision, 
“does not seem to me, under the cir- 
cumstances, to dictate subrogation, nor 
has the court the power so to deerce. 
If the plaintiff so elects, the cause may 
be transferred to the law side for fur- 
ther proceedings.” 


Counsel representing the city, state 
and school district will not map out 
their plan for action to back up de- 
mands for shares of the interest of the 
delinquent 1919 railway tax until after 
the next telephone rate case hearing 
is held, Corporation Counsel T. J. L. 
Kennedy states. The city has made a 
demand for its share of $113,725; the 
school board has filed a formal demand 
for its share of $48,000, and the state 
is asking for approximately $34,000. 


Action on Buffalo Bus Proposal 
Again Postponed 


Once again the City Council of Buf- 
falo, N. Y., has put off definite action 
on the applications of the Interna- 
tional Bus Corporation, a subsidiary 
of the International Railway, and the 
VanDyke Motor Bus Company, Inc., to 
operate a fleet of double-deck passen- 
ger buses in Buffalo at a 10-cent fare. 
Objections raised by Frank C. Perkins, 
the Socialist member of the Council of 
five, forced the adjournment. He has 
been advocating municipal bus lines. 

Melville L. VanDyke, president of 
the VanDyke Motor Bus Company, 
which operates a taxi service in Buffalo 
and the VanDyke International Tours, 
Inc., between Buffalo and Niagara Falls 
via the Canadian Boulevard, said his 
company was ready to invest upward 
of $1,500,000 in the system and have 
a fleet of buses in operation within 
thirty days. 

James L. Carpales, speaking for the 
VanDyke company, informed the City 
Council that in Detroit, where he man- 
aged bus lines, a 10-cent fare is 
charged and the cost of operation is 
9.21 cents for every 10-cent fare. Com- 
missioner Perkins called attention. to 
the fact that only 5 cents was being 
charged on the New York City track- 
less lines on Staten Island, but Mr. 
Carpales said they were losing money. 

Sentiment favors the VanDyke com- 
pany because the International Bus 
Corporation asks to operate only two 
lines—Delaware Avenue and East and 
West Delevan Avenue. The Interna- 
tional proposes a 3-cent charge for 
transfers from buses to connecting car 
lines and 7-cent transfers from car lines 
to buses. This would equalize the fare 
if passengers used buses and cars. 


More Buses Purchased by Public 
Service Railway 


Announcement has been made that 
the Public Service Transportation Com- 
pany has purchased all of the capital 
stock of the Gray Bus Lines, Inc., which 
operates on two lines in Elizabeth, 
N. J., and on six in Middlesex County 
as follows: 


Elizabeth—Aldene, operating from Bay- 
way to Aldene, five buses. 

a First Street, operating in Elizabeth, four 
uses. 

‘New Brunswick—South Amboy, operat- 
ing through South River and Sayerville, 
nine buses. 

New Brunswick—Perth Amboy, operat- 
ing over the Lincoln Highway by way of 
Metuchen, three buses. 

Metuchen—Plainfield, two buses. 

New Brunswick—Highland Park, 
buses. 

Lincoln Gardens, operating from Penn- 
sylvania Railroad station in New Bruns- 
wick to Lincoln Gardens, two buses. 

Livingston Avenue, operating in New 
Brunswick, three buses. 


two 
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M. R. Boylan, vice-president and g 
eral manager of the. Public Se 
Company, said that the purchase of 
Gray Bus Lines was made in accorda: 
with the company’s plan of co-ordina- 
tion of bus and trolley service. It is | 
proposed to combine the operation of | 
these buses with the operation of cars | 


of the Public Service Railway in such | — 


a way as to give the traveling public 
an improved service. He said: ny 


Our policy is to maintain bus equipment 
in a high state of efficiency and to substitute 


the best, most comfortable and latest type | 


of bus for those now in operation as fast as 
it is economically possible to do so. | 


At the instigation of the Springfield | 


Chamber of Commerce and with the — 
consent and co-operation of the Spring- 


field Street Railway, Springfield, Mass., | 


the New England Audit Company has 
conducted an investigation into the 
affairs of the railway for the purpose 
of getting light on the justice of its 
proposal to increase passenger fares 
from 7 cents to 10 cents cash or 8% 
cents on the ticket basis, within th 

primary zone, with corresponding in-— 
creases for other zones. The move to 
increase rates followed the arbitration — 
award in favor of a wage increase, and 
an eight-hour day for the trainmen. 
The report as submitted to the com- 
mittee of the Chamber of Commerce’ 
sustains in all essentials the position 
of the railway. The audit company 
sums up its findings as follows: 


In a word it may be said that the Spring- — | 
field Street Railway does not suffer by | 


reason of entangling alliances, that it is 
not overcapitalized, that it has not recently © 
paid excessive dividends (if, indeed, its divi- 
dends may be regarded as reasonably suf- 


ficient under present conditions), that the oi 


management 
give the public as good service as circum- 


is honestly endeavoring to 


stances permit; that its overhead expenses — 


are not excessive; that its operating profits 
have been small; that its present financial 
condition is not remarkably good; that its 
expenditures for upkeep of roadway and 


equipment are above the average; that its!) i 


operating costs are above and its profits 
below the average, and that its large oper- 
ating expenses are not due to mismanage- 
ment, but primarily to the high cost of 
labor, which is a matter beyond the controi 
of the management. 

It may be said, also, that if the present 
quality of service is to be continued a sub- 
stantial increase in revenue is necessary. 


Accompanying the report were dia- 
grams showing how each dollar of rey- 
enue was actually distributed by the 
car company in 1923 and how each 
dollar will be distributed, according to 


the estimate of the audit company, if 4 


the proposed fare increase becomes — 
effective. 


The comparison is as 
follows: : 
1923, Proposed, 
Cents Cents 
Labor. \edeees. coh eee al 54.9. 
Power, material, paving and * 
other operating costs...... 28.2 75.8 
Dividends. |-)....:52 ape 6.8 6.2 
Interest. 2. -i-r35ia/a.0k eRe 5.7. 533 
Alaries., 2) fc). toc, dag eee 3.5 3.2 
DAXGG eh clss aoe, Ur ee Ree Ey 4 3.0 
Surphis, © oso ca. oe eee 0.8 0.9 
Miscellaneous. ... . 0.8 0.7 


Passenger traffic on the Springfield 
Street Railway system has declined 
steadily since April last, according to 
Herbert M. Flanders, general manager. 
He says that at the present time pas- 


jsenger traffic averages 12% per cent 
if “hter than a year ago. 
|| Givie clubs of Springfield opposed to 
he pr projected fare increase have ap- 
dpe a joint committee to investi- 
e the fare proposal in the light of 
‘he statement submitted by the New 
P England Audit Company. As a first 
ove the committee requests that any 
ee conducted by the Public Utili- 
vies | Commission on the question be 
jneld in Springfield. 
a 


Interurban Rates Out of 
Akron Increased 


The Northern Ohio Traction & Light 
| Gallien, Akron, Ohio, has filed with 
the Public Utility Commission a new 
‘schedule of rates on its entire interur- 
‘ban system, to become effective on 
‘Aug. 10. 
| The new schedule makes no change in 
fares between Akron and Cleveland and 
Akron and Canton. Fares on practi- 
jeally all other points on the company’s 
lines are raised from 5 to 40 cents. The 
‘average rate of fare now in effect on 
the interurban system is 2.2 cents per 
‘mile. The new schedule provides an 
_javerage fare of 2.6 cents. 
| Rate increases from Akron to the 
following points are: 


| 
| 


7 | eee 

j | Cents Cents 

fj} Bedford <...... Dilie Massillon: cs. Son 10 

| Brady Lake..... 15 FE Gr-enville ... 5 
Ravenna ....... MOEN DVATTO. Sire ele 1 

‘|(Wayland ...... 25 Beach City 
Newton Falls ..20 Strasburg 

_ Warren Ole DOVE? Fone ey 

| Atwater New Phila. 
jdimaville ...... 15 Midvale’... cise. 0 

SHA ss 15 Uhrichsville ....40 


| Alliance 


{ A new schedule of rates has been 
| filed by the Cleveland-Akron Bus Com- 

pany and the Northern Transit Com- 
‘pany, increasing bus. rates between 
_ Akron and Cleveland from $1 to $1.40 
om way. These rates become effective 


on Aug. 15. 


Another Celebration Sale 
Helps Railway 


During the early part of July a 
large department store in Galveston, 
the Clark W. Thompson Company, con- 
_ ducted a sale in celebration of its fourth 
anniversary. Working along the theory 
that a large group of prospective 
customers waiting outside of the store, 
‘before the doors were opened to the 
_ public, would give the sale an impetus 
which the management considered 
“necessary for its success, an arrange- 
ment was made with the Galveston 
‘Electric Company to transport all 
"passengers, between 9 and 11 o’clock of 
first morning, free of charge. Car 
registers were read at the beginning 
‘and closing of the period and all 
‘passengers hauled were paid for by the 
artment store. 
_For several days prior to the sale the 
“department store and railway displayed 
advertisements in the local papers 
nnouncing the free ride feature. Cards 
e distributed by the trainmen to 
passengers boarding. On one side 
printed: 


Good Morning! No fares collected this 

Your ride is with the compliments of 
Clark W. Thompson Company, whose 
irth anniversary begins today. Be sure 
drop in and see Galveston’s big, modern 
department store in action. 
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On the opposite side there was 
printed: 


The value of our service to you as a 
shopping convenience is increasing daily. 
It pays to save. Ride the street cars and 


you will save the difference. Galveston 
Electric Company. R. G. Carroll, Manager. 
The department store kept an 


hourly record of sales throughout the 
day and found that 33 per cent of its 
business, practically one-third, occurred 
between 9 and 10:30 o’clock. This was 
undoubtedly due to a large extent to 
the free transportation during these 
hours. 

The department store and company 
inspectors observed three street corners 
nearest the store and found that, in 
practically every case, almost the entire 
load of passengers, after leaving the 
street car, headed directly for - the 
department store. 

The number of passengers hauled 
during the “free period” was approxi- 
mately double the number usually 
hauled .during these hours. 

From the standpoint of the depart- 
ment store selling its wares and the 
railway merchandising transportation 
the plan was highly successful, to say 
nothing of the advertising both the 
store and the railway received. 


“Public Utility Publicity” 
Appears 


The Public Utilities Advertising 
Association is getting out a new bulle- 
tin called “Public Utility Publicity.” 
The association feels that closer con- 
tact is being established between the 
utility and its users through the printed 
word and the association’s purpose is 
to extend closer relationship between 
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tant public utilities throughout the 
country with a membership of more 
than 300. 


Moving Billboards Attract 
Attention 


The Indiana, Columbus & Eastern 
Traction Company and the Columbus, 
Newark & Zanesville Electric Railway, 
two of the foremost interurbans in 
Ohio, have been carrying on an in- 
tensive publicity campaign for some 
time now under the direction of Arthur 
V. Bland. One day somebody in the 
public relations department, of which 
Mr. Bland is the head, asked why 
freight cars of the companies should 
be allowed to travel through the coun- 
try with nothing painted on them but 
the name of the companies and a few 
other letters more or less meaningless 
to the general public. Others in the 
department could see no reason for it, 
and then, like all inspirations—good 
ones—up popped the idea “billboards on 
wheels.” 

Arrangements were immediately 
made for running a “test car.” Car 
No. 805 on the I., C. & E. lines had 
the distinction of making the first trip 
in her “novelty” suit of clothes. This 
was last spring. The freighter hadn’t 
traveled through the country more than 
a day when testimonials began to pour 
into the publicity offices of the Red Egg 
Lines commending the officials on their 
excellent and feasible idea. 

As a result of the practical applica- 
tion of the moving billboard idea the 
Red Egg Lines have profited by cover- 
ing a greater amount of territory in 
their advertising at a very small ex- 
pense for labor and materials. Instead 


Freight Car Converted Into Moving Billboard 


those responsible for this publicity and 
advertising for the good of the nation’s 
utilities. In Vol. 1, No. 1, W. P. Strand- 
borg, president of the association, who 
is connected with the Portland Railway, 
Light & Power Company, sends a mes- 
sage to the members suggesting con- 
tribution to the pamphlet by every 
member of the association. He says 
that whenever any member produces an 
effective piece of advert’sing copy he 
should see to it that the secretary 
of the association or the editor of the 
bulletin 1s supplied with a copy of the 
material in question so that other mem- 
bers may be able to secure and apply 
it if the copy is pertinent to them. 
Donald M. Mackie, Jackson, Mich., is 
the editor of the new sheet. The asso- 
ciation is a department of the Asso- 
ciated Advertising Clubs of the World 
and represents the advertising and 


of twenty or thirty stationary bill- 
boards scattered throughout sections of 
the country which the lines cover, bill- 
boards to which the public must come 
in order to read, the company is now 
carrying the billboards to the public 
and covering every inch of territory 
in which the Red Egg Lines operate. 

The billboards on the “test” car—for 
both sides of the car have been utilized 
—are 388 ft. long and 8 ft. high. One 
billboard has an orange vermillion 
background; the letters are blue and 
outlined in white, while the border is 
blue. The other billboard has a yellow 
background with an orange border and 
the letters are done in blue. 

Before the test car had been on the 
road a week it was decided to put bill- 
boards on every freight car on the 
system. Work was begun at once on 
about eighty cars, Bone motorized 


publicity departments of all the impor-freight cars. 
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Syracuse Bus Lines Files Applica- 
tion.—The application of the Syracuse 
Co-ordinated Bus Lines, Inc., for a 
certificate of public convenience and 
necessity for the operation of a motor 
bus route in the city of Syracuse was 
filed July 22 with the Public Service 
Commission. An early hearing will be 
held by the commission. 

Hearing Deferred——The hearing be- 
fore the California Railroad Commission 
on the application of the Peninsular 
Railway, Palo, Alto, to abandon its 
franchise has been postponed. It is said 
that the company is trying to solve the 
transportation problem itself and that 
trackless trolleys are being considered. 


New Franchise Proposed in Burling- 
ton.—A proposed new franchise of the 
People’s Gas & Electric Company and 
the Burlington Railway & Light Com- 
pany, Burlington, Iowa, will come be- 
fore the Council for indorsement soon. 
The proposal to grant the franchise will 
be determined by voters of the city in 
an election that may be held within the 
next two or three months. The fran- 
chises under which the companies are 
operating do not expire until 1925. 

Extension of Wage Scale Approved. 
—The proposal to extend the present 
wage scale for all electric light and 
power, electric railway, and bus 
employees of the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., for an additional six months has 
been accepted by the labor adjustment 
committees of the Employees’ Mutual 
Benefit Association. The present 
standard of wages will end Dec. 31, 
1924. 

Bus Connections Planned.—Residents 
of Glenhaven Community, Portland, 
Ore., are promoting a plan to establish 
a bus service from East EHighty-second 
Street to connect with the new bus line 
which the Portland Electric Power 
Company plans to start early in Sep- 
tember. At present Glenhaven people 
who live midway between lines 
traversed by the Montavilla and Rose 
City trolley cars have to walk long 
distances to secure transportation. 

Paving Agreement Settled. — The 
fight of long standing between the 
Janesville Traction Company and the 
city of Janesville, Wis., over the ques- 
tion of new track and paving work as 
outlined in a city ordinance was finally 
brought to an end when the company 
agreed to pay for the cost of paving 
covering that section of its system 
from Mineral Point Avenue to High- 
land Avenue, providing it would be 
relieved of future paving costs upon 
the same street from Highland Avenue 
to the end of the tracks, which cost will 
be borne by the city. The agreement 
is in accordance with the suggestion 
made by Lewis E. Gettle, chairman 
of the Wisconsin Railroad Commis- 
sion. The Washington line has been 
operated at a loss and the company 
applied for permission to abandon rail- 
Way service and substitute buses, but 
with the reaching of an agreement the 


bus plan will be sidetracked and cars 
will continue to operate. 

Efficient Work Rewarded.—For the 
efficient performance of their duties 
during the year ended May 31, 1924, 
800 conductors and trainmen of the 
Brooklyn-Manhattan Transit Corpora- 
tion, Brooklyn, N. Y., who operate 
articulated car units shared in a bonus 
totaling $11,500. The individual award 
varied from $75 to $25. Upward of 
30,000 inspections of the work of in- 
dividual men were made and efficiency 
ratings given each conductor or train- 
man every time his work was inspected. 


One-Man Cars Satisfactory.—Eleven 
one-man cars, placed in service by the 
Johnstown Traction Company, Johns- 
town, Pa., are giving better service 
than the two-man cars, according to a 
report by General Manager Shannon. 
Since one-man cars have been used not 
an accident has been reported. No com- 
plaints have been received by the com- 
pany relative to safety or service of 
the one-man cars. 


Parking Laws in Effect.—St. Louis, 
Mo., put into effect limited non-parking 
on three of the main downtown streets 
effective June 27. This action was 
taken after the Associated Retailers 
and other downtown merchants had 
protested against complete abolition of 
parking in Olive Street between Third 
and Twelfth Streets. Under the new 
rules no parking is permitted on Olive, 
Locust or Washington Avenue from 
Third to Twelfth between the hours of 
7 am. and 10 a.m. and 4 p.m. and 
6 p.m. 

Utilities Hearing Deferred.—The re- 
hearing on the petition of the Trinidad 
Electric Transmission, Railway & Gas 
Company, Trinidad, Col., for the aban- 
donment of certain lines has been con- 
tinued until Sept. 15. 


Fare Petition Filed—Application for 
extension of the single city car fare 
zone along the 12 miles of line between 
Hillsdale and Lorraine Cemetery, Balti- 
more, was filed with the Public Service 
Commission recently by Linwood L. 
Clark, attorney. The city limits are 
three blocks beyond the terminus of 
the line and Attorney Clark alleges this 
line was discriminated against by the 
commission in a recent decision. The 
line is owned by the Lorraine Electric 
Railway, but is operated by the United 
Railways. 


Bus Permit Granted in Jamestown.— 
The Public Service Commission re- 
cently granted a certificate of conveni- 
ence and necessity to the Jamestown 
Motor Bus Transportation Company, 
Inc., for the operation of a motor bus 
line in Jamestown, N. Y., in accord- 
ance with the terms of the consent 
granted by the city May 14 last. A 
contract entered into between the bus 
company and the Jamestown Street 
Railway with respect to the issuance 
and acceptance of transfers is ap- 
proved. The bus service will not, com- 
pete with the street railway system 
but will supplement it. The company 
is also authorized to issue $50,000 com- 
mon capital stock, the proceeds of 
which are to be used for the purchase 
of eleven auto buses of the pay-as-you- 
enter type and other equipment neces- 
sary for the operation of the line. 


application of the Tacoma-Day Islani| 


Wants Stage Certificate Revoked) 
The Warren Company, operating ft 
Warren-Bisbee Railway, Bisbee, Ari’ 
is seeking the revocation of the perni} 
held by the Warren-Lowell Stage Cox) 
pany on the contention that it cann| 
compete with the lower fares chargy 
by the stage line. The stages ser 
Bakerville and Cochise. Unless # 
stage company’s certificate is revoke} 
or unless the railway’s fares are \ii| 
creased, the application declares ti| 
street car company will be forced {| 
discontinue operation. The pending ajj 
plication resulted from _permissic| 
granted the stage company some tin} 
ago to reduce fares from a basis «| 
10 cents to 5 cents per passenger. 
car rate is 5 cents. 


Wants Bus Operations Stopped. -| 
General Manager Page of the Worce; 


ter Consolidated Street Railway off) 
cially notified the selectmen of Lely 
ter, Mass., recently that the compan, 
would cease trolley service betwee) 
Worcester and Leicester unless the bu) 
line between these points ceased activi) 
ties. ct 

Divided on Bus Project.—At a receni| 
hearing in Tacoma, Wash., conducted bj 
F, R.. Spinning, assistant director of thij 
Department of Public Works, on thi 


j 


Transit Company for a certificate 0’) 
public necessity to operate a bus lin(| 
between downtown Tacoma and Daj 
Island, via Regents Park, University| 
Place and Oakland Station, a divisior| 
of public opinion was evident. Residents) 
along the route of the proposed looy 
bus service expressed a desire to have 
the bus line, but feared that institu 
tion of bus service might mear 
immediate or eventual discontinuance 
of railway service. W. G. Rounds’ 
superintendent of the Tacoma Railway 
& Power Company, stated that his com- 
pany did not plan to discontinue its 
line to University Place, but that it 
would not consider any extension of the 
line. The bus company proposes te 
install a service of six trips a day on 
loop service each way; the railway is 
now operating on hourly schedule with 
half-hourly service at rush hours. The 
case was taken under advisement. 


Test Case on Bus Ordinance. — Te 
determine the _ constitutionality 0: 
Duluth’s new bus regulatory ordinance 
a test case will be instituted in th 
Minnesota Supreme Court by bu: 
owners as an appeal from the orde 
just handed down by Judge H. J 
Grannis in which he upheld the but 
ordinance in an action brought agains’ 
the enforcement of it by bus operators 
The ordinance requires all city buse: 
to stop operating on the streets o: 
Duluth where cars of the Duluth Stree 
Railway are furnishing service over : 
double-track system. To facilitate th 
progress of the proposed test case, ont 
of the bus owners caused himself t 
be arrested for violating the provision: 
of the ordinance. The voters of thi 
city recently approved at a referendun 
election the passage of the bus ordi 
nance, but the buses continued ti 
operate under the protection of a tem 
porary injunction granted by Judg 
Bert Fesler. Buses ceased operating i1 
Duluth on July 16 on double-track ca: 
streets when Judge Grannis, in hi 


} 


“a 
Ale 
daly 26, 1924 
| 
| decision dismissing the temporary in- 
junction, held that the question in- 
‘yolved was one not of city policy but 
‘city power. He emphasized the fact 
| that the city was violating no contract 
| right by enforcing the ordinance. 


_ _ Help Needed in Muscatine. — The 
| Clinton, Davenport & Muscatine Rail- 


| ways system in Muscatine, Iowa, will 


"pe turned over to the bondholders and 
_ ereditors unless an increase in fares is 
| granted, according to a communication 
|| which the company prepared for the 
| Gity Council. The company applied six 
weeks ago for an increase in several 
| classes of fare but a compromise was 


|| reached by which the only increase was 


|| to be from 50 cents to $1 for the identi- 
| fication cards issued monthly which per- 
| mits the holder to ride for 5 cents. 
| This ordinance was passed, six to two, 
on the first two readings but at the 
_ final reading an unexpected deadlock 
| occurred which was broken by the 
negative vote cast by Mayor Joseph 
Miller. In its communication to the 
| Council the company says that unless 
| remedial action is taken the entire 
| system will be immediately turned over 
| to the creditors. 
| Interurban Depot Ready.—The Pacific 
Northwest Traction Company will 
shortly open its new interurban depot 
at Mount Vernon, Wash. The depot is 


| complete, having large waiting rooms, 


ticket offices, administrative offices, 
restaurant and check rooms. A covered 


arcade between track and waiting room 
is provided for the stages. 


Bus Permit to Parallel Railway 
Denied—The New York Transit Com- 
mission has issued an order denying the 
application of the Nassau Bus Line, 


| 
| Inc., for a certificate of convenience 


and necessity to operate a bus line be- 
tween Beach Twentieth Street and 
Coronado Beach, Borough of Queens. 
| The Board of Estimate of New York 
City recently granted the company a 
| new franchise covering a route which 
| differed greatly from the route pre- 


| viously operated. A part of the new 


route parallels the line of the Ocean 
_ Electric Railway and the commission 
refused to issue a certificate of con- 
| venience and necessity on the ground 
| that the bus line would duplicate un- 
necessarily the service provided by the 
Ocean Electric Railway. 


_ Fare Increase Denied—The Tennes- 
see Railroad & Public Utilities Com- 
| mission has declared void, effective 
| July 1, 1924, the demand of the Mem- 
phis Street Railway for the right under 
a formal order of the commission to in- 
| erease its rate of fare to 10 cents cash 
| or 8 cents where tickets are purchased. 
By another decree of the commission 
which reduced the rates of the Memphis 
Power & Light Company to commercial 
users the Memphis Street Railway was 
benefited to the extent of about $40,000 
a year. Back taxes due the city from 
the Memphis Street Railway are 
settled on an 85 per cent basis, bringing 
$132,000 into the city treasury. 


_ Seven Buses Operating.—The Ottawa 

Electric Railway, Ottawa, Canada, has 
at present a fleet of seven buses oper- 
ating from the end of its line to serve 
_ Ottawa East, Eastview and Beechwood 
- Cemetery. a 
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Foreign News 


A Collection of 13,000 Tram and 
Bus Tickets 


At one time or another everything 
under the sun has been collected— 
birds’ eggs, stamps, coins, furniture, 
prints, autographs and cigar-bands— 
but it has remained for a doctor in 
Berlin, Germany, to collect street car 
tickets. 

The collection comprises 13,000 dif- 
ferent street car, motor and horse-bus 
tickets from every country in the 
world, collected in twenty-five years of 
travel and correspondence. The tick- 
ets are now mounted in eight large 
albums. They cover a _ period of 
seventy years, or as long as traffic has 
been organized. 

A view of the albums gives a most 
comprehensive picture of the world’s 
traffic. ‘The tickets are in every con- 
ceivable shape, oblong, square, round, 
hexagonal and octagonal.. The gayest 
colors, bright reds, greens and yellows, 
are from the Latin countries. Italy 
strikes an original note with bi-colored 
street car tickets. The dullest colored 
tickets are those of the Berlin buses. 

One interesting index to the psy- 
chology of a nation and its officials is 
found in the varying sizes of the tick- 
ets. For years and years Germany and 
Austria were content to use street car 
tickets of a normal size. But with the 
period of money inflation, when the 
million and billion mark notes were as 
common as pennies in America, the 
size of the street car tickets increased 
to double and triple former sizes. 

The vagaries of the war are often 
noted in the tickets. During the war 
Warsaw street car tickets were printed 
in German and Polish, supplanting the 
former Russian and Polish print. Then, 
after the war, the original languages 
returned. 


The Only Fair Way for Traction 
Magnates 


Type large and bold should really be 
used to record the fact that on July 12, 
on the historic old St. Andrews Golf 
course of Scotland, James Dalrymple, 
general manager of the Glasgow Cor- 
poration Tramways, was defeated by a 
narrow margin by William F. Ham, 
president of the Washington Railway 
& Electric Company, Washington, D. C., 
at the ancient and honorable game that 
has made Scotland famous for three 
reasons, two being golf and poetry. 

Cable reports indicate that notwith- 
standing a high wind and other dis- 
turbing factors, including a huge 
gallery, both players appeared fresh at 
the end of the gruelling match as they 
trudged off arm in arm to adjourn to a 
quiet little lodge adjoining the course 
to partake of the newly imported 
American orange juice. There they 
joined in a toast to “The States and 
All Good Traction Men” and_ the 
“Bonnie Heather and All Good Tram- 
way Men.” 


Washington advices indicate that Mr. 
Ham’s handicaps at the Chevy Chase 
Club at Washington will be consider- 
ably revised because of his inter- 
national victory at St. Andrews. 


Electrification in the French 
Pyrenees Progresses 


The Pyrenees district of southwest- 
ern France seems likely to be the next 
in line for electrification, following the 
projects in the Alps. The work will 
be largely in connection with the steam 
lines of the Chemin de Fer du Midi, 
running from the western Mediterra- 
nean to the Bay of Biscay. The hydro- 
electric power now being developed in 
that district as a part of what is com- 
monly referred to as the “general elec- 
trification” of France is to be employed 
as the source of energy. In the Depart- 
ments of the Haute-Garonne and the 
Tarn several interurban or feeder lines 
formerly operated by steam have been 
converted. Where already applied, the 
company’s annual report states, run- 
ning time has been reduced and traffic 
and receipts increased. 

The work of general electrification 
on the main lines is advancing rapidly. 
In the valley of the Ossau the central 
station of Hourat is ready for opera- 
tion. On the lines designed for 150,000 
volts there is 60,000 volts in use await- 
ing the installation of the high-tension 
transformers. The equipment of the 
line from Dax to Toulouse is completed 
and all trains running between Mon- 
trejeau and Pau are run electrically. 
The service is to be extended as the 
100 electric locomotives on order are 
delivered. 

The equipment of the line running .» 
the Spanish frontier from Bordeaux to 
Hendaye will be completed during the 
present summer and that from Dax +o 
Bordeaux in 1925. The branch lines to 
Pierrefitte, Bagneres de Bigorre and 
Arreau are already operated electri- 
cally and that to the celebrated watering 
place of Louchon will be in operation 
during the present summer. 

To dispose of its excess current the 
company has entered into an agree- 
ment with the Société des Producteurs 
d’Energie des Pyrenees-Orientales for 
its partition among industrial users of 
the region. 


Single-Deck Cars in Glasgow.— 
Single-deck cars have recently been 
introduced on an extension of the Glas- 
gow Tramways, where, on account of 
low overhead bridges, it is impossible to 
use the usual double-deck cars. Some 
of the new cars are of one-man type. 


Wants to Extend.— The Compania 
Americana de Luz y Traccion, which 
operates a tramway service in Asun- 
cion, Paraguay, South America, will 
petition the government for a conces- 
sion to extend its service to the town 
of Ita, a distance of 44 km. from 
Asuncion. 
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Financial and Corporate 


Michigan Line Reports 
Increase in Gross 


Reorganized Property Reports for Year 
—First Five Months of 1924 Not 
Up to Expectations 


The Michigan Electric Railway, 
Jackson, Mich., has been operating only 
since Dec. 1, 1923, it having purchased 
the property of the Michigan United 
Railways at foreclosure sale. In order 
that the stockholders may be more fully 
informed as to the property owned and 
its earnings, the directors decided to 
submit a report showing results from 
operation for. the full year of 1923 com- 
pared with the year 1922. This they did 
on June 27. The earnings for 1922 
and 1923, after giving effect to the 
reorganization of the property and the 
purchase of equipment formerly 
operated under lease, are as follows: 


1922 1923 


$1,548,204 $1,566,072 
1,187,976 1,154,070 


$2,736,180 $2,720,142 
2,123,668 2,200,408 


Gross income)... 236s! ne $612,512 $519,734 
Interest and other fixed charges 408,542 


Gross Earnings: 
City divisionsy .c.co0. sc. ss 
Interurban divisions....... 


Postal eva < Baper pee wate 
Operating expenses and taxes 


Net income available for 


depreciation and dividends $111,192 


The volume of business done during 
1923 as a whole compared favorably 
with the previous year. The number of 
passengers carried showed an increase 
of 394,016 on the city divisions and a 
decrease of 121,942 on the interurban 
division. The result is a net increase 
on all divisions of 272,074 passengers. 
The freight hauled showed an increase 
of 68,071 tons over the 1922 tonnage. 

Comparative figures showing the 
volume of passenger and freight traffic 
handled during the past five years are 
as follows: 


REVENUE PASSENGERS CARRIED 


; Tons of 

Calendar City Interurban Freight 
Year Divisions Divisions Carried 
1919 28,316,990 2,819,617 82,499 
1920 26,197,444 2'670,422 97646 
1921 22,079,871 2,248,326 63,046 
1922 22,987,533 1,818,134 91,482 
1923 23,381,549 1,696,192 159,553 


President G. R. Cottrelle says that 
the freight business provides a source 
of revenue capable of considerable 
development owing to the industrial 
growth of the territory served and the 
demands for fast freight service. 
Joint freight tariffs and through rates 
have been established with other lines 
east and south. These have opened a 
field for developing a very large freight 
business originating at or destined to 
western Michigan points and Chicago 
and eastern Michigan points. It is ex- 
pected that the tonnage handled dur- 
ing 1924 will be considerably in excess 
of that handled during 1923. 


Efforts are being made by the 


management to improve earnings 
through the further development of 
freight business, and arrangements have 
been made recently to extend the in- 
terurban passenger and freight service 
between the cities of Owosso and Flint 
by operation in connection with motor 
bus and freight trucking companies. 
It is hoped that these steps will bring 
about some favorable results, but it is 
unlikely that earnings will greatly 
improve unless more rigid legislation is 
adopted with respect to the indis- 
criminate parking of automobiles in 
the business sections of the cities 
served, and to the operation of com- 
peting motor buses between points 
now furnished with adequate transpor- 
tation facilities by the company’s inter- 
urban lines. 

Under the plan for the reorganization 
of the former Michigan United Rail- 
ways and the purchase of the property 
of that company by the Michigan 
Electric Railway $600,000 principal 
amount of twenty-five year first and 
refunding mortgage 5 per cent gold 
bonds were sold at 85 and accrued in- 
terest and the proceeds thereof largely 
provided for the cost of additions and 
improvements. 

Mr. Cottrelle says that the passen- 
ger business of the company during 
1923 suffered from the effects of the 
increased use of private automobiles 
and ‘unregulated bus competition. 
These factors, together with wage 
increases granted to maintenance of 
way employees on April 1 and to train- 
men on June 1, resulted in a decrease 
in gross income. He explains that the 
capital structure of the company was 
formed early in 1923 at the time nego- 
tiations were begun for the acquisition 
of the Michigan United Railways 
property and says that it was based on 
the thought that the maximum effect 
of competition and high. operating 
costs had been reached and it was ex- 
pected that the company would ex- 
perience no difficulty in earning its in- 
terest and other fixed charges by an 
ample margin. These expectations, 
however, have not been fully realized. 

A further decline in passenger busi- 
ness took place during the first five 
months of 1924. Gross earnings for 
that period, as compared with the same 
period of the previous year, decreased 
$60,064, while operating expenses and 
taxes increased $41,428, making a 
decrease of $101,493 in gross income. 
The total gross income for the five 
months’ period amounted to $179,658 
while interest and other fixed charges 
were $179,883, leaving a deficit of $325 
before allowance for depreciation, and 
nothing for the financial requirements 
of the company. 

The sum of $443,028 was expended 
during 1923 for additions and improve- 
ments, principally expenditures for 
passenger equipment formerly leased 
by the company. 

The properties of the Michigan 
Electric Railway are made up of four 
city systems, viz.: Kalamazoo, Battle 


‘ment with holders of receiver’s ce 


| the termination of the long- -standing | 


Vol. 64, Ne 


Creek, Jackson and Lansing, a | 
between Owosso and Corunna, and 
interurban divisions which ope 
between Kalamazoo, Battle Creek 
Jackson, known as_ the South 
Division, and between Jackson | 
Lansing, Lansing and St. Johns, 
Lansing and Owosso, known as 
Northern Division. The total dista: 
measured as single track is 258 mile: i 
of which 107 miles comprise the ¢ 

systems and 151 miles the interurban | 
systems. The majority of the inter- | i 
urban mileage is high-speed third-rail | 
operation. ‘ 


Plans Ahead for Reorganizing © 
Another New York City Road © 


An extension for one year of the’ 
terms of the five-year deposit mat | 


i} 
\, 
i 
he 


| 
t 


cates of the Second Avenue Railroad, | 
New York, has been requested for the | 

holders by. the committee for receiver’s | 
certificates. The agreement expired on | \) 
July 15 and the committee desires to | 
extend it to July 15, 1925. Plans for |) 
the reorganization of the company and | 
receivership have virtually been co i 
pleted, and may be effected in the late |) 
summer or early fall. For the fiscal 
year ended June 30 the company will 
report net earnings of approximately 
$75,000, or practically three times the | 
income reported for the previous year. 
The company operates 27 miles of track. 


i 
i) 


Receiver for Kaw Valley Line 
Operating in Kansas 


Harry C. Jobes, Kansas City, Mo., 
investment broker, has been appointed | 
receiver of the Kansas City, Kaw 
Valley & Western Railway, a 40-mile 
line which operates between Kansas | 
City and Lawrence. He was named on | 
July 18, following the announcement 
made some time ago by J. J. Heim and | 
Col. Karl D. Klemm that the company 
would be unable to meet the principal — 
of mortgage bonds that come due on 
Aug. 1. The situation confronting the 
company was reviewed at length in | 
the ELEctric RAILWAY JOURNAL for 
July 19, page 103. 4 


Brooklyn Income $4,000,000 


For the year ended June 30, 1924, — 
the net income of the Brooklyn-Man- — 
hattan Transit System and affiliated — 
companies, Brooklyn, N. Y., was — 
$4,022,065. The comparative statement — 
of earnings and expenses for the first © 
year of operation since the lifting of | 
the receivership is as follows: 


| 
4 


x 
i 


Year ended June 30~ 
1924 1923 


Totaloperatingrevenues. $40,072,326 $36,899,294 


Total operating expenses. 26,499,408 23,841,876 
Net revenue from opera- 

tion ZIG eye eee 13,572,917 13,057,417 
Taxes on operating prop 

erties... 2.t.jfZsselne oe 2,738,946 2,596,505 


Operating income. 10,833,970 
950,455 


10,460,912 
Net non-operating income . ' et 


Grossincome........... 11,784,425 * 
Total income deductions. 7,762,360 ES 
Net income: ...0 vs. i: oa 4,022,065 * 


* Figures omitted afford no comparison on account 
of receivership and reorganization. 
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Earnings of Chicago Surface 
Lines Up for Six Months 


The earnings of the Chicago Surface 
Lines showed a sharp falling off during 
June, both in comparison with May and 
‘vith the corresponding month of last 
year. Earnings for the six months of 
_ 1924 are considerably above the similar 
| period in 1923. 
| Gross for the six months was $29,- 
309,810. This compares with $28,319,890 
‘in 1928, according to a compilation of 
| the monthly figures for the period. The 
residue receipts for this year to date 
‘totaled $5,777,587, against $6,654,932 
-|/in 1923. The company’s 45 per cent of 
| divisible receipts shows the most drastic 
| shrinkage. For six months of this year 
| that item has run $621,440, or almost 
| half the $1,012,766 in the corresponding 
period of last year. For June gross 
learnings declined and expenses in- 
_ereased over last year. Residue receipts 
\for the month were $927,970, against 
| $1,032,947 in May and $1,099,202 in 
June, 1923. 


| 
{ 


Confident $5,000,000 Will Be 
Refunded 


At a recent hearing on an agree- 
ment between the city of Philadelphia, 

| Pa., and the Philadelphia Rapid Tran- 
‘| sit Company, whereby the city under- 
| took to attempt to recover more than 
$5,000,000 of Federal income and 
‘excess profits taxes paid by the com- 
| pany, Thorpe D. Nesbit, counsel for the 
railway, stated that under the new 
| Federal income tax law public service 
'eorporations in which municipalities 
have an interest were no longer exempt 

| from the payment of income taxes. 
| The city entered into an agreement 
| with the company some time ago to 
make every effort to collect upward 
| of $5,000,000 which the company has 
| paid, with the stipulation that if the 
money is recovered it would be used 
for extensive improvements to the 
transit company’s service. Commis- 
| sioner Clement expressed approval of 
the agreement and confidence that the 
| eity could recover the $5,000,000 taxes. 
| Commissioner Clement said he under- 
stood that if the city recovered the 
taxes the company would thereafter be 


relieved of the payment of income 
taxes, but Mr. Nesbit said that the law 
had been amended so that it no longer 
contained the tax-exempt provision. 
It was Mr. Clement’s deduction that 
Congress believed a mistake had been 
made in including the exemption in the 
1916 act. The new work that is pro- 
posed, should the taxes be refunded, 
includes extensive track and line im- 
provements and over-passage and con- 
necting platforms. 


Elmira Company Carried More 
Passengers in 1923 


The year 1923 was the best in the 
history of the Elmira Water, Light & 
Railroad Company, Elmira, N. Y., both 
in point of gross and net earnings and 
in general expansion of property and 
the territory served. This statement 
was made at the annual meeting on 
June 5. The company’s city lines car- 
ried more passengers in 1923 than in 
either 1922 or 1921 and there was not 
a single serious accident to any pas- 
senger. In addition, a great deal of 
construction work was accomplished 
during 1923. The city’s paving pro- 
gram compelled the company to do ex- 
tensive trackwork and to permit bet- 
ter service to a large and rapidly 
growing section. South Main Street 
was changed from a single-track to a 
double-track system. The gross rev- 
enue of the railroad department in 
1923 was $495,509, against $510,646 in 
1922 and $502,951 in 1921. 


Abandonment Date Advanced 


The Public Utilities Commission of 
Ohio has advanced to Aug. 1 the date 
for abandonment of the lines of the 
Cleveland & Eastern Traction Com- 
pany. The first date set was July 1, 
but the road continued to operate. 
Robert D. Beatty, general manager, 
has explained that the road may con- 
tinue to operate after Aug. 1 by ask- 
ing for another extension. He is re- 
ported to have said: 

It merely covers our present position, 
in which we are operating full service, al- 
though we have been permitted to quit 


We can’t really say what ‘we will do. Of 
course, we will not keep on indefinitely. 


The interurban line gave service in 


the morning and evening for a few 
days, but the Utilities Commission 
ruled that service would have to be 
given on full schedule or not at all. 
So the line has been operating as 
usual. The road is 40 miles long. It 
runs from Cleveland to Gates Mill, 
Chardon and Middlefield. 


Payment of Stock Dividend by 
Brooklyn Road Approved 


The New York Transit Commission, 
in an order made public on July 18, 
will permit the Brooklyn City Rail- 
road to issue $4,000,000, par value, of 
additional capital stock for the purpose 
of acquiring rolling stock worth that 
much which the company has _ been 
using, but which belonged to the Brook- 
lyn City Development Corporation, 
organized a few years ago for the pur- 
pose of buying the cars involved. 

The action of the Transit Commis- 
sion was based upon the recommenda- 
tion of Gen. John F. O’Ryan, member 
of the commission. 

The Brooklyn City Railroad operates 
surface lines independently of the 
Brooklyn-Manhattan Transit Company 
(subway lines). In explaining the effect 
of the issue of this additional $4,000,000 
of capital stock, Gen. O’Ryan said: 

So far as the car-riding public is con- 
cerned, certainly it is beneficial to have 
the petitioner (Brooklyn City Railroad) 
acquire these cars. So far as the stock- 
holders are concerned, there is no claim 
that the stock is not worth the amount paid 
for it. There is no question involved as to 
the protection of shareholders or investors. 

Both in form and substance as well as in 
effect the $4,000,000 was spent for the pur- 
chase of cars and the stock is to be issued 
for the $4,000,000. If the stockholders were 
to buy $4,000,000 of stock for that much 
eash and the railroad bought the cars di- 
rect, there would be no question as to the 
propriety of the transaction. As it is, the 
petitioner is accomplishing precisely the 
same thing by another means and I fail to 
see any legitimate objection, either legal 
or practical, to the method taken. The 
effect of the transaction is to use money 
which might have been paid to the peti- 
tioner’s stockholders in dividends, to pur- 
chase new equipment. 

The transfer of the rolling stock to 
the Brooklyn City Railroad includes 
the plan to dissolve the Brooklyn City 
Development Corporation, thereby sim- 
plifying any future financial transac- 
tions of the Brooklyn City Railroad. 

The stock will be issued pro rata in 


| 
Si Ww Month! Year Since War 
a Latest | Ago Ago ae] Low Letet’ | vAgo Ago High Low 
: Eng. News-Record | July | June July | J Mar. 
oes at me ey 1994 1923 | tony toot Conspectus Construction costs | 1924 | 1924 | 1923 | 1920 | 1923 
' 1913 = 4.84 6.98 | 6.97 | 6.92 | 7.24 | 6.88 of 1913 = 100 214.4 | 216.8 | 222.1 | 273.8 | 162.0 
Street Rail wa, June a June | Sept. | Sept. U.S. Bur. Lab. Stat.| June | May | June | Ma: Jan. 
Moteriak* 1924 | 1924 | 1923 | 1920 | 1921 Indexes Wholesale Com-| 1924 | 1924 | 1923 | 1920 | 1922 
1913 = 100 158 | 161 | 171 | 247 156 a modities 1913 = 100| 244.6 | 146.9 | 153.5 | 247 8 
. | Apr. 
Wagers | 1324 | ize | 1925 | 180 | 2 | guny, 1994 PERRIS com W934! |7884 | “IHS! | Bio! | 1038)! 
ego = $00 221_| 220 raced Md gfe modities 1913=9.21| 12.23 | 1229 | 13.09 | 20.87 | 10.62 
|Steel—U nfilled |June 30|May 31|June 30|July 31] June 30 }} Compiled for Publi- = 
Orders (Million| 1924 | 1924 | 1923 | 1920 1924 cation in this Paper Dun’'s Wholesale | July || June!| July! | May 1] July 1 
{ ae 2 Commodities 1924 1924 1923 1920 1921 
Tons) 1913= 5.91] 3.26 | 3.63 | 6.39 | 11.12] 3.25 by 
uh Bank Clearings; June May | June | Mar. Feb. . Ed earl EE 185.5 | 183.8 | 188.7 | 263.3 | 159.8 
Outside N. Y.City | 1924 | 1924 | 1923 | 1920 | 1922 Albert S. Richey |] U.s. Bur. Lab. Stat.) June | May | June | June | Mar. 
(Billions) 15.26 | 15.83 | 16.12 | 16.54 | 10.65 Electric Eailway Retatt food +: ve . Bek, ee Woe hae 
\ 2 af Sept. Engineer ill 
“WBusiness Faitures | 7355 | May | 4385 | 7324 | ‘923 || Worcester, Mass. || Nat. Ind. Conf.Bd.| June | May | June | July | Aug. 
| Number 1,561 | 1,744 | 1,365 | 2,258 | 1,280 Cost of living 1924 | 1924 | 1923 | 1920 | 1922 
_ [Liabilities (millions) | 38.05 : § 109.1 | 27.50 1914 = 100 161.7 | 161.4 | 160.1 | 204.5 | 154.5 


ii *The three index numbers marked with an asterisk are com- 
puted by Mr. Richey, as follows: Fares index is average street 


railway fare in all United States cities with a population of 50,000 
and weighted according to 


r over except New York City, 
pulation. 
4 


_ Street Railway Materials index is relative average price of 


se 


materials (including fuel) used in street railway operation and 
maintenance, weighted according to average use of such materials. 
Wagés index is relative average maximum hourly wage of motor- 
mén and conductors on 105 street and interurban railways in the 
United States, operating more than 100 passenger cars each, and 
weighted according to number of cars. 
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the form .of a dividend to present 
holders. The stock is $10 par value 
andthe number of shares will be 
increased from 1,200,000 to 1,600,000. 
Thus the: distribution amounts to a 
834 per cent dividend. 


Auction Sales in New York.—At the 
public auction rooms of A. H. Muller & 
Sons there were sold this week $1,000 
of Manhattan Railway, New York, 4 
per cent bonds, due 1990, 62% per cent. 


Jersey Properties Merged. — The 
Board of Public Utility Commissioners 
of New Jersey recently approved the 
merger of the Central Passenger Rail- 
way and the Venice Park Railroad, both 
of which operate in Atlantic County. 
The amalgamation will be known as 
the Central Passenger Railway. 


May’s Return Falls Short. — The 
Seattle Municipal Railway’s total re- 
ceipts in May were $512,028. This 
amount took care of all operating ex- 
penses and fixed charges, but fell short 
some $40,000 of the amount due to be 
set aside for bond redemption. Rolling 
stock and roadbed repairs made heavy 
inroads on the receipts. With an allow- 
ance of $57,093 for depreciation, oper- 
ating expenses totaled $428,902 and in- 
terest payments aggregated $63,069. 


Trust Notes Sold——Putnam & Com- 
pany, Hartford, have sold at 100 and 
interest $450,000 of 6 per cent equip- 
ment trust gold notes of the Connecti- 
cut Company known as series “G.” The 
notes were dated June 15, 1924. The 
equipment for the payment of which 
these notes were issued consists of fifty 
convertible steel passenger cars each 
with a seating capacity of fifty-six 
passengers, and twenty convertible steel 
passenger cars each with a seating 
capacity of thirty-two passengers. The 
equipment was purchased in 1918 for 
the company with funds furnished by 
the United States Housing Corporation. 
By the payment of the loan to the 
United States Housing Corporation, 
the interest charges of the company 
will be substantially reduced. 


Sale of Property Announced. — The 
property of Buffalo & Lake Erie Trac- 
tion Company will be offered at public 
sale in Buffalo on Aug. 27. The road 
has been in receivership for several 
years. It is said that one syndicate of 
bondholders composed of Erie, Pa., men 
will bid for the lines in that city and 
that another syndicate headed by New 
York men will bid for the company’s 
interurban lines, which extend for more 
than 100 miles. 


Alabama Line Files Petition for 
Abandonment.—The Alabama Traction 
Company, Albany, Ala., petitioned the 
Alabama Public Service Commission on 
July 15 for authority to discontinue 
railway service in Decatur and Albany. 
It is set out in the petition that the 
revenues from the railway are not 
sufficient to meet the operating ex- 
penses. Before filing the petition 
officers of the company and citizens of 
Decatur and of Albany met with A. G. 
Patterson, president of the Alabama 
Public Service Commission, and dis- 
discussed ways and means of continu- 
ing the railway service, but failed to 
arrive at any definite conclusion. The 


cent bond issue. 
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railway system consists of 7.65 miles of 
line connecting Albany and Decatur, 
Ala., with local lines operating in both 
towns. 

Abandonment Allowed. — New York 
State Public Service Commission has 
authorized the Peekskill Lighting & 
Railroad Company, Peekskill, N. Y., 
to abandon its railway line from Peeks- 
kill to Five Mile Turnpike near Lake 
Mohegan, owing partly to unprofitable 
operation. The public will be served 
by a bus line which already parallels 
this route. The application has been 
referred to previously in the ELECTRIC 
RAILWAY JOURNAL. 

Financing Approved.—At a meeting 
of the stockholders of the Detroit United 
Railway, Detroit, Mich., stockholders 
ratified a $10,000,000 five-year, 6 per 
The bonds under this 
issue, as previously indicated in the 
ELECTRIC RAILWAY JOURNAL, have all 
been sold. 

Southern Pacific Reported After 
Phoenix Railway.—One of the local 
papers at Phoenix, Ariz., said recently 
that rumor had it that the Southern 
Pacific Company intends to buy out- 


right the Phoenix Railway and put the, 


property in first class shape as a feeder 
for the Southern Pacific in reaching 
territory in the valley now not covered 
by that railroad. The belief was ex- 
pressed that the electric railway lines 
would be extended to include territory 
not now covered by any railroad oper- 
ating into Pheonix. The local system 
at Phoenix includes 32 miles of track. 


Farmers Buy Illinois Line—A deal 
was closed on July 9 by which Kendall 
and Grundy County farmers will prob- 
ably buy, for $89,000, the Fox & Illinois 
Union Railway, Aurora, Ill. At a 
hearing before the State Commerce 
Commission auditors for the commis- 
sion reported that the road had made 
$8.35 above operating expenses in seven 
months. Out of that amount was to 
come interest on the investment, on 
borrowed money and taxes. The owner 
of the road, Arthur Evans, Aurora, had 
sought permission of “the commission 
to cease operations and to sell the rail- 
road for junk. : 


Net Income Decrease.—F or the twelve 
months ended June 30, 1924, the Brook- 
lyn City Railroad, Brooklyn, N. Y., had 
a net corporate income of $2,052,119, 
against $2,256,025 for the period ended 
June 30, 1923. Passenger revenue ad- 
vanced from $11,715,964 to $11,774,929 
for the twelve months ended June 30, 
1924. Operating expenses and taxes 
advanced from $9,315,234 to $9,610,002 
for the period ended June 30,-1924. 


Final Rites in Behalf of Inter- 
borough-Metropolitan Holders. — The 
protective committee representing the 
holders of the 4% per cent bonds of the 
Interborough - Metropolitan Company, 
New York, is notifying - holders of 
‘receipts for certificates of deposit that 
on July 22 it will make a final distribu- 
tion of $3.85 for each $1,000 principal 
amount of bonds represented by series 
A receipts for certificates of deposit, 
and $1.54 for each $1,000 principal 
amount of bonds represented by series 
B receipts. The notice marks the final 
step in the winding up of the affairs of 
the protective committee, and virtually 


“The bulk of the money was derived) 
| 
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also those of the old Interborough 
solidated Corporation, which went 
bankruptcy. al 
Consolidated, as the old holding com} 
pany for the Interborough Rapid Tran 
sit Company -properties, went into re) 
ceivership and the assets were sold 
under foreclosure, the preferred shares 
which before the war were worth) 
around $90, and the common shares} 
which were sold at about a third of this} 
figure, dropped to virtually nothing. 


Creditors Will Share in Sale Receipts, 
—Recognized creditors of the defunct| 
Lorimer & Gallagher Construction) 
Company, Chicago, IIl., builders of the} 
Southern. Traction line from East St. 
Louis to Belleville, Ill., are to share pro} 
rata in approximately $250,000 accord-| 
ing to an order of distribution handed| 
down by United States District Judge 
English in East St. Louis on July 9.) 
from the sale of part of the traction) 
line in 1919. This amount represents 
about one-third of the sum origi- 
nally sued for by the contracting firm}) 
in 1914 when it filed its claim against 
the traction company for construction 
work. Both construction company aah 
traction line subsequently passed in 


the hands of receivers. 
Additional Million Offered. — The | 


$1,000,000 of 7 per cent cumulative | 
prior preferred stock of the Portland | 
Electric Power Company, Portland, Ore. | 
The stock is known as series “A.”’ The | 
proceeds of the sale will reimburse the | 
company for construction expenditures | 
including those made in connection with 
its new hydro-electric station, the first 
unit of which is expected to be in * 
operation on or about Aug. 1, 1924. — 
The company supplies electrie light — 
and power to the city of Portland, 
operates the city and interurban rail- 
way lines in Portland and adjacent | 
territories. 
Coatesville Road Sold. — Jacob V. 
Pennegar, Coatesville, has sold the 
property of the Coatesville Trolley 


‘Company, a little more than 1 mile in 


length, on First Avenue, Coatesville, 
to Charles E. Cooke, William P. Kelly 
and Thomas L. Hodge, Philadelphia, 
for $6,500. The rails were laid several’ 
years ago but the road never was oper- 
ated and firally the court appointed 
a receiver from whom Mr. Pennegar 
purchased-the line. It is said that the — 
purchase really means the acquiring of 
the road by the West Chester Street 
Railway, which will establish a connec-— 
tion with its line at Coatesville and 
operate the branch to the Bethlehem — 
Steel Mills at Hustonville. 


Balance Decreased.—Gross earnings — 
of the Virginia Railway & Power Com- — 
pany, Richmond, Va., during the first 
six months of 1924 were $5,248,508, an 
increase of $49,013 over a similar period 
a year ago.-' Operating expenses and 
maintenance, taxes and rentals reached 
$3,283,174 and the balance after sub- 
traction of interest and sinking fund 
charges was $593,347. This balance is 
$92,670 less than it was a year ago. 
For June the balance was $75,581, a 
decrease of $23.572 compared with 
June, 19238. 
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. ‘Horatio Bigelow Advanced 


| Company at Charleston Appoints Its 
Former Publicity Agent New 
Superintendent—Career of 
Twenty Years 


| Horatio Bigelow has been appointed 
‘to the position of superintendent of 
railways of the Charleston Consolidated 
‘Railway & Lighting Company, Charles- 
‘ton, S. C. He has been connected with 
‘this company since November, 1922, 
when he took the position of publicity 

jagent. In August, 1923, he was ap- 
teted superintendent of transporta- 
tion and in January, 1924, he assumed 
the duties of acting superintendent of 


| 


Horatio Bigelow 


1 railways, replacing F. A. Bailey, re- 
} signed. 
Mr. Bigelow began his street railway 
| career with Stone & Webster in 1900. 
| After he was graduated from Harvard 
| University in 1899 he went to work as 
a chainman for the Seattle Electric 
| Company. After filling various minor 
| posts with this company he rose to the 
| position of assistant superintendent 
at Seattle. 
| But early in 1903 a better oppor- 
| tunity presented itself with the result- 
| ant assumption by him of the manager- 
| ship of the Ponce Electric Company, 
| Ponce, P. R., which was also under 
the Stone & Webster management. 
After a year’s experience at Ponce 
he returned to the United States to 
| manage the three independent com- 
panies operating the street railway in 
Norwich, Montville and New London, 
~ Conn. He remained in this capacity 
| after these companies were taken over 
by the Connecticut Company and to- 
gether with additional lines were 
made the: New London division of that 
company. 
ine At this time Mr. Bigelow served as 
e-president of the New England 
’ ‘Street Railway Club. He severed his 
connection with the Connecticut Com- 
my in 1908 and was instrumental in 
Bectnizing building and operating the 


1. 


: 


Thames River Specialties Company, in 
which he served as vice-president and 
treasurer. This company manufac- 
tured paper board. In 1917 he moved 
to the South and bought a plantation 
near Charleston, S. C., which he oper- 
ated as a stock farm, 


James P. Argersinger, Johnstown, 
N. Y., has been elected vice-president 
of the Fonda, Johnstown & Gloversville 
Railroad, Gloversville, N. Y., succeed- 
ing the late John G. Ferris. 


B. S. Jerman was recently elected 
president of the Carolina Power & Light 
Company, Raleigh, N. C. He succeeds 
the late Col. Charles E. Johnson. The 
Raleigh company operates 14.33 miles 
of railway and does general lighting, 
power and gas business. 


Capt. Francis J. Sinnott has been ap- 
pointed to the post of secretary to the 
Board of Transportation of New York 
City. He was named by John H. 
Delaney, chairman of the board. The 
captain won his rank during the war 
while serving with the 302d Engineers 
of the Seventy-seventh Division. He 
was associated as an engineer with 
Frederick Cranford, New York, from 
1913 to 1917. The new board, a city 
body, is charged with the work of 
planning and carrying out future rapid 
transit construction. Its functions are 
not regulatory in their nature. 


Malcolm M. Inglis, who has been 
manager of the public utilities of Port 
Arthur, Ontario, for nine years, is leav- 
ing that position to become assistant to 
‘the vice-president of the Brazilian 
Traction, Light & Power Company, at 
Rio de Janeiro. The utilities at Port 
Arthur are under municipal control. 
They include the Port Arthur Civic 
Railway, a system of 19.5 miles, oper- 
ating in Port Arthur and connecting 
with Fort William. 


John H. Ryan, a member of the staff 
of the insurance firm of Johnson & 
Higgins, was recently appointed a mem- 
ber of the Westchester County Transit 
Commission. This commission was or- 
ganized for the purpose of collaborat- 
ing with the commissions of New York 
City and New Jersey charged with the 
work of supervising transit affairs and 
the various railroad officials in working 
out a plan to provide improved facilities 
for the commuters to New York City 
from Westchester County, New Jersey 
and Long Island. Mr. Ryan a few 
years ago was a division superintendent 
of the Brooklyn transit system. He 
entered the service of the Brooklyn 
Heights Railroad in 1897 as a con- 
ductor. He received many promotions 
becoming assistant superintendent at 
Ridgewood, Bergen Street and East 
New York Depots. Following his 
transfer from the operating department 
to the position of shop foreman at the 
East New York surface shop he re- 
signed to join the insurance firm of 
Marsh & McLennan. Here he was as- 


signed the task of investigating rail- 
road properties in all parts of the 
country. Following his attachment to 
the United States Shipping Board dur- 
ing the war he became associated with 
Johnson & Higgins. 


A. C. Moorhaus Enters on New 
Duties at Cincinnati 


After serving with the Scioto Valley 
Railway & Power Company, Columbus, 
Ohio, as secretary and _ purchasing 
agent for twelve years, A. C. Moorhaus 
left that utility on July 1 to become 
purchasing agent for the Union Gas & 
Electric Company, Cincinnati, Ohio, 
and its subsidiaries. Mr. Moorhaus is 
a Cincinnatian by birth. He was grad- 
uated from the University of Cincin- 
nati. As purchasing agent for the 


Union Gas & Electric Company, he also 
will have jurisdiction over the pur- 
chases of the Union Light, Heat & 


A. C. Moorhaus 


Power Company and the Cincinnati, 
Newport & Covington Railway, Coving- 
ton, Ky., Ohio Gas & Electric Com- 
pany, Dayton Gas Company, Dayton, 
Ohio, Hamilton Service Company, 
Hamilton, Ohio, Columbia Power Com- 
pany, Columbia Gas Company and the 
Columbia Gas Supply Company. Mr. 
Moorhaus has his headquarters in Cin- 
cinnati. He succeeded C. J. Bauer, who 
died several months ago. 


Obituary 


Charles J. Jones, chief engineer and 
superintendent of way and structures 
of the Chicago, Aurora & Elgin Rail- 
way, died at Wheaton, IIl., on July 10. 
Mr. Jones was sixty-two years of age. 
He was formerly chief engineer of the 
Lorain Steel Company, but resigned in 
1899 to become chief engineer for 
Cleveland interests which purchased 
the local and the interurban electric 
railways in and around Aurora and 
Elgin, Ill., and which later built the 
double-track, third-rail, high-speed in- 
terurban line between these cities and 
Chicago. Mr. Jones was in charge of 
the surveys and construction. He was 
for a time both chief engineer and 
superintendent in charge of operation. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Brill Service Car Operated by 
Boston & Maine Railroad 


The J. G. Brill Company, Philadel- 
phia, has built a gasoline motor car 
which was recently put into service by 
the Boston & Maine Railroad on the 
Ashburnham branch, between South 
Ashburnham, on the main line of the 
Fitchburg division, and Ashburnham, a 
distance of 2.64 miles. It is a single- 
unit car with a seating capacity of 
forty passengers and a baggage de- 
partment. It is of all-steel construc- 
tion, lighted by electricity and heated 
by a hot water system. Another type 
gasoline motor car has been ordered by 
this road from the Sykes Company, 
Kenosha, Wis. This car is expected to 
be delivered within a few weeks. The 
ear will accommodate thirty passen- 
gers. If the Boston & Maine Company 
finds this method of operation economi- 
cal or profitable more of the gasoline 
cars will be used instead of steam 
trains. 


New Reo Sedan Type of Cross- 
Country Bus 


Completely equipped in every respect 
and planned for utmost comfort to the 
slightest detail, the new Reo sedan type 
of cross-country bus has just been 
announced by the Reo Motor Car Com- 
pany. It adds to the equipment de- 
signed for long-distance bus travel. 

Long and low in lines and brightly 
finished in body coloring and trim- 
mings, this new model is the latest 
addition to the Reo line. The same 
special bus chassis is used for the new 
Reo bus as is used in connection with 
the pay-enter type which was announced 
by the Reo company a few months ago. 
This chassis was especially designed 
for use in passenger transportation. 
The only change is the fact that 32x6 
single tires are regular equipment on 
both front and rear wheels in this 
latest model, whereas dual tires are 
standard on the pay-enter type. 

The body of the new de luxe Reo 
sedan bus is divided into three compart- 
ments—driver’s, passenger’s and smok- 
ing compartment. Exclusive of the 


driver’s compartment, the bus has a 
minimum seating arrangement for six- 
teen passengers and is, therefore, the 
rated capacity of the bus. However, 
when permissible under the law, a 
maximum load of twenty passengers 
may be carried on the seats. It is not 
intended to carry any standees, and no 
provision has been made for them. 

A bus of the new type started from 
New York on July 22 on a run from 
coast to coast. 


Metal, Coal and Material Prices 


Metals—New York July 22, 1924 
CrP electrolytic, cents per Ib. ” 12.80 
Popper wire base, cents per lb.. 14.50 
cents perlb.. ..j.060.5; PON Z 00) 
pene cents perl bins. eaia- 2 aot 6.27 
Tin, ‘Straits, cents perlb..............+.- 48,50 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, 
Hampton Roads, grosstons........... $4.325 
Somerset mine run, Boston, net tons. 2.00 
Pittsburgh mine run, Pittsburgh, net tons. 1.875 
Franklin, Il. , screenings, Chicago, nettons 1.70 
Central, Ill., screenings, Chicago, net tons 1.625 
Kansas screenings, Kansas City, net tons. 2.00 
Materials 
Rubber-covered wire, N. Y., No. 14, per 
Vi OOD ft: cP teemn ee ial. . ef: lute $6.00 
Weatherproof wirebase,N.Y.,centsperlb. 17.00 
Cement, Chicago net prices, without bags. 2.20 
Linseed oil (5-Ib. lots), N. Y., per g ye Naiernate $1.03 
ite lead, in oil (100 lb. eo Bee 
cents per Ib., carload lots. :.....-....- 11.625 
Turpentine (bbl. lots), N. Y.,pergal...... $0.83 


Rolling Stock 


Seattle, Wash.—The Board of Public 
Works will take bids until Aug. 15 for 
furnishing not less than 75 nor more 
than 125 cars in accordance with plans 
and specifications approved by the 
board on June 27. Bids must be 
accompanied by a certified check or 
bond in an amount equal to 5 per cent 
of the total bid. 


Grand Rapids Railway, Grand Rapids, 
Mich., suffered the loss of sixty-five 
cars on July 19, when its largest car- 
house took fire. The company will pur- 
chase new cars to replace the loss. 
Among the cars which burned were 
eight large steel cars made by the St. 
Louis Car Company, nine Birney one- 
man cars, ten 30-ft. maximum traction 
truck cars, three 30-ft. Kuhlman cars, 


New Type Reo Bus Now on Experimental Coast te Coast Run 


' Zanesville Transportation Company. | | 


- vehicles will be used have not beer 
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five St. Louis 28-ft. double-truck car 
seven old Brownell cars, four open 
three single-truck box cars, a priva 
car, the “Honolulu,” used in the o 
days for advertising purposes, for 
snow scrapers, two sand cars and f 
snowplows. 


Indiana, Columbus & Eastern Tra 
tion Company, Springfield, Ohio, has 
replaced its old bus equipment, ¢ 
sisting of Studebakers, with a fleet 
eight Fageol intercity model sa 
coaches. Six have arrived and 
been placed in service on the Spring 
field and Columbus run. As soon as 
the two remaining coaches arriy 
through service will be completed t 
Dayton, Ohio. The bus subsidiary is 
known as the Dayton & Columbu 
Transportation Company. 


Columbus, Newark & Zanesville Ele 
‘tric Railway, Springfield, Ohio, h: 
purchased two intercity Fageol safet 
coaches for use in limited service fro: 
Columbus, Newark and Zanesville 
They will be operated in addition to the | 
present fleet of seven Studebaker cars | 
out of the new bus terminal. The bus 
subsidiary is called the Columbus & 


q 
i 


_Brooklyn-Manhattan Transit 
poration, Brooklyn, N. Y., has orde 
ten double-deck buses. Delivery is e 
pected about Aug. 1. The details 
the proposed service in which the new 


definitely determined, but as indica 
in the article elsewhere in this issue 
it is the intention of the company to use 
the buses in the rapidly developing out- 
lying sections. 


Morris County Traction Company \ 
Morristown, N. J., will receive some 
time next month the ten cars refer 


issue of July 5, 1924. The detaile 
specifications of the cars are as fo 
lows: 


Date order was placed....... 
Builder of car body........ Osgood-Brad 
Type: Gf Canines eeiee ..Double-truck safe’ 
Seating capacity ....... 
Total weight 0. oy... wake wee ee 
Bolster centers, length....... 
Deneth over allie crssatete 
Truck wheelbase .........+. 
Width over all . olee 
Height, rail to trolley” base. oa tele aly! of 13 


Body. \ecsierfic sore aveisse creiiene ....-Semi-steel 
Taree trim. “Cherry and white mahogany 
Headlining ........ ibe themes Agasote: 
Roce yas wie cuerenety we 5 : 
Air Brakes ie. se sccusalereene c 

Armature BPOT IER, Siorstads) eed 

Axles iy ck ve A. E.R.A. Standard 
BUMPECTS). 3. iciasele ce anette ae Non-climb 
Car signal system ........... ...Faraday 
Car trimmings .........Natural mahogany 
Control. 2\.°:.s-visslsolelecrhensl cl een G.E. > 


Curtain fixtures aie 
Curtain material .. 
Destination signs 
Door operating mechanism, 


Wenders |... di. eaaiatvs holt te eae e 
Gears and pinions. 
Hand brakes .... 
Heater equipment 
Headlights 
Journal bearings 
Lightning arresters 
Motors 


Exterior finish, 
Registers “| 
Satiders «. 4/5 0/0 Hiei ae teed Air operated 
Seats. ths. Lage Heywood-Wakefield _ 
Seating material tai 

Step treads 
Trolley base 


Kass 
nik igi ste (chelate ae Ohio Brass 


PEPUGES | GG nt ox woe cet gies eet ee Osgood-Bradley — 
Ventilators 0.) cues areata Osgood-Bradley 
Wheels’ °....2..s)iibic tice eae oe ..26-in, 
Special devices, etc..Full safety equipment 
Power-saving device...... Economy meters 


